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PROJECT  PLAN 


This  project  vas  undertaken  initially  by  the  Helicopter  Association  of 
America  (HAA) ,  the  name  of  which  was  changed  by  membership  decision  in  January, 
1981,  to  the  Helicopter  Association  International  (HAI).  The  Association  re¬ 
mains  a  non-profit  organization  as  before. 

The  report  which  follows  describes  the  methodology  employed  in  performing 
the  study  called  for  by  the  Federal  Aviation  Administration  (FAA)  Statement  of 
Work  as  contained  in  Modification  No.  0003  to  contract  D0T-FA7WA-4303,  and  the 
report  specifies  the  resulting  proposed  changes  to  FAA  Air  Traffic  Control 
Handbook  7110. 65B.  Rationale  for  such  changes  is  included  where  considered 
useful . 

This  Association  believes  that  the  review  of  ATC  procedures  as  they  may 
affect  helicopter  operations  should  be  an  on-going  process  as  these  operations 
increase  and  expand  in  scope.  Consequently,  this  study  should  not  be  considered 
as  the  ultimate  treatment  of  this  subject,  and  the  HAI  will,  therefore,  extend 
its  continuing  cooperation  to  the  FAA  as  further  efforts  in  this  area  take  place. 


Prepared  by:  Approved  by: 


HAI  Program  Manager  HAI  Executive  Director 


STATEMENT  OF  WORK 


In  accordance  with  Contract  DOT-FA79-WA-4303,  the  Helicopter  Aasoclatlon 
of  America  (hereinafter  referred  to  as  the  Helicopter  Aaaoclatlon  International) 
prepared  a  report  titled  "Helicopter  Northeast  Corridor  Operational  Test  Support 
(Report  No.  FAA-RD-80-80)  dated  June  1980.  Recommendation  No.  12  of  this  report 
stated: 

"A  complete  review  of  ATC  Handbook  7110-65B  and  the  Airman's 
Information  Manual  (AIM)  should  be  conducted  to  examine  all 
aepects  affecting  or  relating  to  helicopter  operations 
(IFR  and  VFR) . " 


On  September  29.  1980,  the  Federal  Aviation  Administration,  in  Amendment 
No.  0003  to  the  above  contract,  entered  into  an  agreement  with  the  HAA  to  per¬ 
form  the  following  additional  Statement  of  Work: 

"5. a.  Analyze  the  Air  Traffic  Control  Manual  7110. 65B,  para¬ 
graph  by  paragraph  to  determine  necessary  changes  to  the 
manual  to  more  efficiently  accommodate  helicopters  in  the  air 
traffic  control  system. 


5.b.  Develop  and  coordinate  recommended  changes  to  the  manual 
with  appropriate  representation  of  the  helicopter  industry." 


METHOD  OF  APPROACH 


As  the  first  step  In  performing  the  Statement  of  Work,  the  program  manager 
for  the  Helicopter  Association  International  (HAI)  formed  a  nine  member  special 
"Helicopter  ATC  Study  Working  Group".  Copies  of  up  to  date  FAA  Handbook 
7110-65B,  along  vith  pertinent  guidelines  for  performance  of  the  task  of  the 
Working  Group,  were  sent  to  each  member  with  the  HAI  Program  Manager's  Memoran¬ 
dum  No.  1,  dated  November  5,  1980. 

Thereafter,  nine  additional  memoranda  were  sent  by  the  HAI  program  manager 
to  the  Working  Group  members.  As  appropriate,  copies  of  these  memoranda  also 
were  sent  to  the  FAA  Technical  Monitor  for  this  project,  Raymond  J.  Hilton 
(ARD-330),  and  the  FAA  Air  Traffic  Service  Liaison  for  the  project,  Glenn  A. 
Leister  (ATT-320) . 

On  January  20,  1981,  a  special  combined  meeting  of  the  HAA  (HAI)  ATC  Sub¬ 
committee  and  TERPS  Working  Groups  was  held  in  Anaheim,  California,  in 
conjunction  with  the  HAA's  33rd  Annual  Meeting  and  Industry  Exposition  (see 
agenda) . 

It  should  be  noted  that  Memoranda  Nos.  9  and  10  were  sent  to  Jb^th  the 
apecial  Helicopter  ATC  Study  Working  Group  and  the  HAA  (HAI)  ATC  Subcommittee . 

The  membership  roster  of  the  HAA  (HAI)  ATC  Subcommittee  precedes  Memorandum  No.  9. 

Frequent  consultation  during  the  period  of  the  study  was  made  by  the  HAI 
Program  Manager  vith  members  of  the  special  ATC  Working  Group  and  various  members 
of  the  HAA  (HAI)  ATC  Subcommittee.  In  addition,  the  study  integrator,  Tirey  K. 
Vickers,  conferred  from  time  to  time  with  FAA  Air  Traffic  Services  Washington  and 
field  personnel.  In  this  connection,  Harry  Hawkins  of  the  FAA's  Lafayette  Tower 
and  James  Knoetgen  of  the  FAA's  Eastern  Regional  Office  (although  not  a  member 
of  the  apecial  Working  Group)  merit  apecial  acknowledgement  for  their  significant 


contributions . 


During  the  course  of  this  study  the  FAA  ATC  Operations  and  Procedures 
Division  was  engaged  in  a  similar  review  of  the  ATC  HAndbook.  This  review 
resulted  in  several  recommendations  pertaining  to  helicopter  operations. 
Some  of  these  recommendations  turned  up  in  the  material  received  from  the 
Working  Group  members;  these  reconmendations  have  been  included  as  an 
indication  of  the  endorsement  and  support  of  the  Working  Group.  In  such 
cases  the  source  of  each  recommendation  has  been  identified  as  FAA  AAT-320 
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HELICOPTER  ASSOCIATION  jfG&a ***✓ 


1156  15th  St.,  N.W.,  Suite  610,  Washington,  D.  C.  20005  (202)  466-2420  Telex  89615 

November  3,  1960 

HAA  Helicopter  ATC  Study  Working  Group 


Pilot* 


Jack  Child* 

Allied  Chemical  Corporation 
Morristown. Municipal  Airport 
Morristpwn,  NJ  07960 

(201)  538-2476 

Francis  J.  Curnow 
Air  Kaman,  Inc. 

Bradley  International  Airport 
Windsor  Locks,  CT  06096 

(203)  623-2671 

Bruce  Prion 
Bell  Helicopter  Textron 
52  Old  Meadow  Plain  Road 
Sunsbury,  CT  06070 

(203)  658-0400 

Jack  Powers 

View  Top  Corporation 

Hangar  A 

Westchester  County  Airport 
White  Plains,  NY  10609 

(914)  428-8780 
Robert  Chavez 

Island  Helicopter  Corporation 
Island  Heliport  Roosevelt  Field 
Industrial  Park 
Carden  City,  NY  11530 

(516)  294-0355 

Tony  Johnson 

Houston  Helicopters,  Inc. 

P.  O.  Box  830 
Pearland,  TX  77581 

(713)  485-1777 
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HELICOPTER  ASSOCIATION 

1156  15th  St.,  N.W. ,  Suite  610,  Washington,  D.  C.  20005  (202)  466-2420  Telex  69615 


HAA  Helicopter  ATC  Study  Working  Groyp 
ATC  Helicopter  Procedural  Speeiali«t 


Harry  Hawkins 
Assistant  Chief 
Lafayette  Tower 
220  Tower  Drive 
Lafayette,  LA  70508 

(318)  234-8841 

Study  Integration 

Tirey  Vickers 
1906  Wooded  Court 
Adelphi,  MD  20783 

(301>  439-7737 

HAA  Program  Manager 

Glen  A.  Gilbert 

Glen  A.  Gilbert  It  Associates,  Inc. 

2500  Virginia  Avenue  N.  W. 

Washington,  D.  C.  20037 

(202)  965-0765 


FAA  Technical  Monitor 


Raymond  Hilton 
ARD-330 

Federal  Aviation  Administration 
400  7th  Street,  S.  W. 

Washington,  D.  C.  20590 

(202)  426-3406 

FAA  Air  Traffic  Service  Liaison 

Glenn  A.  Leister 
AAT-320 

Federal  Aviation  Administration 
800  Independence  Ave.  S.  W. 

Washington,  D.  C.  20591 

(2  2)  426-8511 
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RECOMMENDED  CHANGES  TO  ATC  PROCEDURES 
FOR  HELICOPTERS 


Based  on  the  inputs  received  by  the  HAI  as  a  result  of  carrying  out  the 
methodology  described  in  the  preceding  section  of  this  study,  the  following 
"Recommended  Changes  to  ATC  Procedures  for  Helicopters"  were  prepared  and 
are  proposed  by  the  HAI  for  incorporation  in  FAA  Handbook  7110.65B.  In 
addition,  an  Addendum  is  included  outlining  certain  topics  which  appear  to 
warrant  further  study  based  on  flight  tests  and/or  simulations  as  may  be 
appropriate. 

It  should  be  understood  that  the  HAI  endorses  the  FAA  proposals  re  7110. 65B 
as  covered  by  Memorandum  No.  10  set  forth  in  the  Appendix,  except  that  the 
HAI  considers  that  the  recommended  changes  which  follow  should  govern  in  any 
case  of  conflict  with  or  extension  of  these  FAA  proposals. 
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EXISTING 


PROPOSED 


Page  10 _ 

+  SL  MINIMUM  FUEL  35.  (no  Change) 

If  sn  aircraft  declares  a  state  of  Maiinimum 
fuel,"  inform  any  facility  to  whom  control 
jurisdiction  is  transferred  of  th«  minimum  fuel 
problem  and  be  alert  for  ai\y  occurrence  which 
■flight  delay  the  aircraft  an  route, 
as  Nat*.— Dm  of  tht  term  "minimum  IbaT  indicates 
recognition  by  •  pilot  that  his  teal  supply  has  reached 
a  state  where,  upon  reaching  destination,  hr  cannot 
accept  any  endue  delay.  This  is  not  an  emergency 
sftuabon  but  merely  •"  advisory  that  indicates  an 
emergency  situation  is  possible  should  any  endue 
delay  occur.  A  minimum  fuel  advisory  does  not  imply 
e  need  for  traffic  priority.  Common  sense  and  good 
judgment  ard  determine  the  extent  of  assists  nor  to  be 
given  in  minimum  fuel  situations.  If,  at  any  time,  the 
remaining  usable  fuel  supply  suggests  the  need  tat 
traffic  priority  to  ensure  a  safe  landing,  the  pOot 
should  declare  an  emergency  and  report  fuel  remain- 
teg  in  suaotaa. 


S4-3S  RESERVED 


(insert) 


f  16,  HELICOPTER  FREQUENCY  CHANGE 

Avoid  issuing  s  frequency  change 
to  single-piloted  helicopters 
while  taxiing »  hovering,  or  flying 
near  the  ground.  If  in  doubt, 
query  the  pilot  as  to  hie  ability 
to  change  frequency.  In  an  emer¬ 
gency  or  critical  situation,  rele; 
the  necessary  control  ins  true  tier, 
until  the  pilot  is  able  to  change 
frequency. 

36.  NOTE.  Most  single-piloted 
helicopters  require  the  use  of 
both  hands  and  fast  to  maintain 
control.  Although  control  fric¬ 
tion  devices  aesist  the  pilot, 
changing  frequency  could  result 
in  lose  of  eontrol.- 


37-39.  RESERVED  (Renumbered) 


RATIONALE!  There  is  a  need  to  alert 
controllers  to  the  potential  hatard 
Involved  when  a  single  piloted  heli¬ 
copter  is  requested  to  change  radio 
frequency  when  operating  near  the 
ground. 


SOURCE:  FAA  AAT-320 


EXISTING 


PROPOSED 


Page  21 

87. a.  AIRCRAFT  IDENTIFICATION 
(3)  Type  only,  if  no  eonfusion  or  mi** 
Identification  is  likely. 

b.  Air  Carrier; 

(')  Manufacturer’s  name  or  model. 

(?)  Add  company  name  or  other  identi¬ 
fying  features  when  confusion  or  misidentifi- 
cation  is  likely. 

IU.  tumplii.— 

“Lockhead  ten-eleven.”  “American  seven-oh- 
•even.”  “United  seven  thirty -seven." 

iu  He\i. —TERMINAL:  Pilots  of  ‘interchange’  air- 
craft  are  expected  to  inform  the  tower  on  first  radio 
contact  the  name  of  the  operating  company  and  trip 
number,  follow  ed  by  the  company  name  afdisplayed 
on  the  aircraft,  and  aircraft  type. 

c.  General  Aviation  and  Air  Taxi: 

(1)  Manufacturer's  model,  name  or  des¬ 
ignator. 

(2)  Add  color  when  considered  advan¬ 
tageous. 

SS  c.  KJimplea— 

“Tri-Pacer."  “PA  twenty-two." 

"Cessna  three  ten."  -"Green  Apache." _ 

'd.  'When  issuing  traffic  information  to  air¬ 
craft  cleared  for  a  visual  approach,  specify 
the  word  "heavy”  when  you  know  'the  traffic 
is  a  heavy  aircraft. 

IK  tumuli.— 

"Heavy  C  one  forty-one." 

•9-C9.  RESERVED 


(Correction) 

^-"Lockheed  ten-eleven".... 

(Inserts) 

— (3)  Add  HELICOPTER  when  consid 
•red  advantageous. 

— "Yellow  Hughes  helicopter" 


RATIONALE!  Most  helicopters  make  relatively 
small  visual  targets,  especially  when  seen 
from  front  or  rear.  Using  a  descriptive 
term  would  give  other  pilots  a  useful  clue 
as  to  what  to  look  for. 


SOURCE :  HAI  Working  Group 


BACKGROUND  NOTES  ON  HELICOPTER  SPECIAL  VFR  OPERATIONS 


RATIONALE :  Some  confusion  hss  existed  enong  pilots  end  con¬ 
trollers,  ebout  the  application  of  Helicopter  Special  V7R 
(HSVFR)  procedures.  Although  Chapter  3  of  Handbook -7110. 65B 
has  a  section  entitled  Fixed  Wing  Special  VFR,  there  is 
no  corresponding  section  for  Helicopter  Special  VFR.  There 
is  no  definition  of  either  term,  either  in  the  Federal  Air 
Regulations  or  in  the  Glossary  of  FAA  Handbook  7110.65b. 

In  order  to  simplify  control  workload  and  clarify  the 
application  of  procedures  for  Helicopter  Special  VFR  (HSVFR) 
Operations,  the  following  reconaendations  are  made: 

(1)  Remove  helicopter  applications  from  the  existing  SVFR 
and  FU/SVFR  sections  of  Manual  7110. 65B. 

(2)  Establish  a  HSVFR  section  parallel  to  the  FW/SVFR 
section  and  Incorporate  these  requirements  with  the 
HSVFR  separation  standards  which  now  appear  in  par¬ 
agraphs  1140-1141. 

(3)  Change  the  existing  requirement  for  a  Letter  of  A- 
greement  to  a  Letter  to  Airmen,  to  eliminate  the 
need  for  controllers  to  determine  whether  any 
particular  helicopter  or  pilot  is  covered. 

(4)  Remove  the  fixed-wing  restriction  from  1141.  b 
through  1141. f  so  that  it  covers  IFR  helicopters  as 
well  as  IFR  fixed-wing  aircraft. 

(5)  Change  the  HSVFR  separation  minimum  from  departing 
IFR  aircraft,  in  existing  paragraph  1141. d. (2), 
from  2  miles  to  1-1/2  miles,  to  standardize  it 
with  the  corresponding  separation  from  arriving 
aircraft,  or  from  Category  I  and  II  aircraft  in 
Stage  III  ICA  operations. 

(6)  Change  the  dlstance-from-runway  criteria  of  exist¬ 
ing  paragraph  1141. d  from  1/2  mile  to  1  mile  to 
standardize  it  for  the  arrival  and  departure  ends 
of  the  runway. 

(7)  Include  a  summary  of  HSVFR  separation  criteria 
in  a  matrix  for  easy  reference  by  controllers. 


SOURCE:  HA I  Working  Group 


EXISTING 


PROPOSED 


Section  IE.  SPECIAL  VFR 

470.  AUTHORIZATION 
Except  where  prohibited  by  FAR  93.113,  you 
mty  authorize  Special  VFR  operations  in 
weather  conditions  less  than  basic  VFR  minima 
only  as  follows: 

a.  Within  control  zones. 

b.  When  requested  by  the  pflot. 

c.  On  the  basis  of  weather  conditions  reported 
at  the  airport  of  intended  landing/departure,  or 
4ro.&  Rtitranct  — Climb  to  VFR,  472;  Ground  Visibili¬ 
ty  Below  One  MOe,  477. 

d.  When  weather  conditions  are  not  reported 
at  the  airport  of  intended  landing,  and  the  pilot 
advises  he  is  unable  to  maintain  VFR  ana  re¬ 
quest s  Special  VFR. 

Phraseology: 

CLEARED  TO  ENTERADUT  OF/THROUGH  CON¬ 
TROL  ZONE 

end,  if  required 

(direction)  OF  (airport  name)  AIRPORT  (specified 
routing) 

end 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  WHILE 
IN  CONTROL  ZONE. 


471.  LOCAL  OPERATIONS 
Authorize  local  Special  VFR  operations  for  a 
specified  period  (series  of  landings  and  takeoffs, 
etc.)  upon  request,  if  the  aircraft  can  be  recalled 
when  traffic  or  wrather  conditions 
require.  Where  warranted,  Letters  of  Agree¬ 
ment  may  be  consummated 
Phraseology 

LOCAL  SPECIAL  V-F-R  OPERATIONS  IN  THE 
IMMEDIATE  V1CDJITY  OF  (airport  name)  AIR¬ 
PORT  ARE  AUTHORIZED  UNTIL  (tin»).  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS. 

«n.  721 0J— 431,  Appropriate  Subjects. 


472.  CUMB  TO  VFR 

Authorize  an  aircraft  to  climb  to  VFR  upon 
request  ft  the  only  weather  limitation  is  re¬ 
stricted  visibility. 

Phraseology: 

CUMB  TO  V-F-R  WITHIN  THE  CONTROL  ZONE/ 
WITHIN  (•  specified  distance  within  control  zone) 
MILES  FROM  (airport  name)  AIRPORT,  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS  UNTIL 
REACHING  V-F-R. 


SECTION  16.  FIXED-WING  SPECIAL 
I VFR  (FW/SVFR) 

4?0.  AUTHORIZATION 

Except  where  prohibited  by  FAR 
93«113»  you  nay  authorize  Special 
VFR  operation*  for  fixed-wing 
aircraft  in  weather  condi tiona 
less  than  basic  VFR  minima  only 
as  follows i 

a.  Within  eontro!  tones.  . 

b.  When  requested  by  the  pDot. 

c.  On  the  basis  of  weather  conditions  reported 
at  the  airport  of  intended  landing  /departure,  or 
«TBa.  a»l»f*ne*.— Climb  to  VFR,  472;  Ground  Visibili¬ 
ty  Below  One  M3e,  477. 

d  When  weather  conditions  are  not  reported 
at  the  airport  of  intended  landing,  and  the  pilot 
advises  he  is  unable  to  maintain  VFR  ana  re¬ 
quests  Special  VFR. 

Phraseology: 

CLEARED  TO  ENTER/OUT  OF/THROUGH  CON¬ 
TROL  ZONE 

and,  if  required 

(direction)  OF  (airport  name)  AIRPORT  (specified 
routing) 

Btyf 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  WHILE 
IN  CONTROL  ZONE. 

471.  LOCAL  OPERATIONS 

Authorize  local  Special  VFR 
operations  for  fixed-wing  air¬ 
craft  during  a  specified  period 
(series  of  landings  and  takeoffs, 
•to.)  upon  request,  if  the  air¬ 
craft  can  be  recalled  when  traf¬ 
fic  or  weather  conditions  re¬ 
quire  . 


Pk+QMiology' 

LOCAL  SPECIAL  V-F-R  OPERATIONS  IN  THE 
IMMEDIATE  VICINITY  OF  (airport  name)  AIR¬ 
PORT  ARE  AUTHORIZED  UNTIL  (time).  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS. 

m.  MalwwMe.—' 7210 A— 431,  Appropriate  Subject*. 

472.  CLDffi  TO  VFR 

Authorize  a  fixed-wing  aircraft 
to  climb  to  VFR  upon 
request  if  the  only  weather  limitation  Is  re¬ 
stricted  visibility. 

Phraseology: 

CLIMB  TO  V-F-R  WITHIN  THE  CONTROL  ZONE/ 
WITHIN  (a  apecified  distance  within  control  zone) 
MILES  FROM  (airport  name)  AIRPORT,  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS  UNTIL 
REACHING  V-F-R. 


EXISTING 


PROPOSED 


47X  SEPARATION 

Apply  approved  separation  between: 

jl  Special  VFR  aircraft. 

b.  Special  VFR  aircraft  and  IFR  aircraft, 
era  Approved  separation  it  that  prescribed 

for  IFR  and  Special  VFR  in  no  and  ar*.  Radar 
rector*  are  authorised  as  prescribed  in  sac  (See 
paragraph  l.h.) 


•470.  SEPARATION 

Apply  approved  separation  between: 

a-  Special  VFR  aircraft. 

b.  Special  VFR  aircraft  and  IFR  aircraft. 

<ra  Approved  separation  is  that  prescribed 
for  IFR  and  Special  VFR  in  iso  and  era  Radar 
vectors  are  authorised  as  prescribed  in  ssa  (See 
paragraph  1  J».) 


474.  ALTITUDE  ASSIGNMENT  ’ 


474.  ALTITUDE  ASSIGNMENT 


Do  not  assign  a  fixed  altitude  ~ hen  apply¬ 
ing  vertical  separation,  but  clear  the  Special 
VFR  aircraft  at  or  below  an  altitude  which  is 
at  least  500  feet  below  any  conflicting  IFR 
traffic  but  not  below  the  minimum  safe  alti¬ 
tude  prescribed  in  FAR  91.79. 

«*4.  Mat*  i.— Special  VFR  aircraft  are  not  assigned 
fixed  altitudes  because  of  the  clearance  from  douds 
requirement. 


Do  not  assign  a  fixed  altitude  when  apply¬ 
ing  vertical  separation,  but  clear  the  FW/SVFR 
aircraft  at  or  below  an  altitude  which  is 
at  least  500  feet  below  any  conflicting  IFR 
traffic  but  not  below  the  minimum  safe  alti¬ 
tude  prescribed  in  FAR  91.79. 

PK  raftology: 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  AT  OR 
BELOW  (attitude). 


l»t  «•••  a— The  minimum  safe  altitudes  are  (1) 
ever  congested  areas,  an  altitude  at  least  1000  feet 
above  the  highest  obstacle,  and  (2)  over  other  than 
congested  areas,  an  altitude  at  least  500  feet  above 
the  surface. 

PhfUtolocy* 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  AT  OR 
BELOW  (altitude).  ■■  ■■ 

47S.  SPECIAL  VFR  HELICOPTER  SEPARATION 

Control  a  Special  VFR  helicopter  by  Special 
VFR  procedures  unless  other  procedures  are 
contained  in  a  Letter  of  Agreement. 

era  Mwe— Control  of  IFR  helicopters  is  governed 
by  npnradar  or  radar  procedures  and  minima 

era  a»**fv*««.— TERMINAL:  Special  VFR  Heli¬ 
copter  Separation.  Chap.  S,  Sec  14. 


47*.  PRIORITY 

a.  FW/SVFR  flights  may  be  approved  only 
If  arriving  and  departing  IFR  aircraft  are  not 

delayed. 

ersa  a-A  FW/SVFR  alrenft  has  beta 

*j**r*d  to  enUr  tho  control  tone  and  subsequently  a& 
aircraft  is  ready  to  depart  or  is  in  position  Id 
"begin  an  approach.  Less  overaH  delav  might  acen»e 
to  the  IFR  aircraft  tf  ‘he  FW/SVFR  aircraft  b 
•Bowed  to  proceed  to  the  airport  and  land,  rather 
than  k*v?  the  control  tone  or  be  repositioned  to 
provide  IFR  priority. 


ere  Net*  Special  VFR  aircraft  are  not  assigned 
fixed  altitudes  because  of  the  dcirance  from  douds 
requirement. 

are.  Mat*  a— The  minimum  safe  altitudes  are  (1) 
over  congested  areas,  an  altitude  at  least  1,000  feet 
•love  the  highest  obstacle,  and  (2)  over  other  than 
congested  areas,  an  altitude  at  least  500  feet  above 
the  surface. 


Delate  (goes  in  HSVFR 
■cction) 

*75.  PRIORITY 

B.  FW/SVFR  flights  may  be 
approved  only  if  arriving  and 
departing  IFR  aircraft  are  not 
delayed, 

4*5i^ExaaPl#  1--A  FW/SVFR  air- 
®£*ft  ^as  bten  cleared  to  enter 

*u*>»»quently 

an  IFR  aircraft  it  ready  to  de¬ 
part  or  is  in  position  to 

begin  an  approach.  Lets  overall  delay  might  accrue 
to  the  IFR  aircraft  if  the  FW/SVFR  aircraft  is 
•Sowed  to  procerd  to  the  airport  and  land,  rather 
than  leave  the  control  aone  or  be  repositioned  to 
nrovide  IFR  priority. 


EXISTING 


PROPOSED 


fa  “no,’*  or  an  emergency  exists,  issue  a  dear* 
uct  as  soon  as  traffic  conditions  permit 

d.  Authorise  scheduled  air  earner  aircraft 
is  the  United  States  to  conduct  operations  if 
ground  risibility  is  not  lass  than  fa  statute 
mile. 

«nx  **•  —  FAR  12!  permits  landing  or  take-off 
by  domestic  scheduled  air  earners  where  a  local 
■urf*ce  restriction  to  risibility  fa  Dot  less  than  fa 
statute  mile,  provided  all  turns  after  takeoff  or 
before  landing  and  all  flights  beyond  1  statute  rule 
from  the  airport  boundary  can  be  accomplished 
abort  or  outside  the  area  so  restr  icted.  The  pilot  fa 
solely  responsible  for  determining  if  the  nature  of 
the  risibility  restriction  will  permit  compliance  with 
the  provisions  of  FAR  121. 

a.  Clear  an  aircraft  to  fly  through  the  con¬ 
trol  tone  if  he  reports  flight  risibility  is  at 
least  1  statute  mile. 

471.  FLIGHT  VISIBILITY  BELOW  ONE  MILE 

When  weather  conditions  are  not  officially 
reported  at  an  airport  and  the  pDot  advises 
the  flight  risibility  is  less  than  1  statute  mile, 
treat  requests  for  Special  VFR  operations  at 
that  airport  by  other  than  helicopters  as  fol¬ 
lows: 

era  N*«.— FAR  91  prescribes  use  of  officially  re¬ 
ported  ground  risibility  at  airports  where  it  fa  pro¬ 
vided, and  landing  or  take-off  “flight  visibility”  where 
it  fa  not,  as  the  governing  ground  risibility  for  basic 
and  Special  VFR  operation*. 

a.  Inform  departing  aircraft  that  a  clear¬ 
ance  cannot  be  issued. 

fa  Inform  arriving  aircraft  operating  out¬ 
side  of  the  control  sone  that  a  clearance  can¬ 
not  he  issued  unless  an  emergency  exists. 

a.  Ask  an  arriving  aircraft  operating  within 
a  control  sone  if  be  can  depart  the  control 
sene  with  a  flight  risibility  of  at  least  1  statute 
mQc.  If  the  aircraft  eannot  depart  the  con¬ 
trol  sone  accordingly,  or  an  emergency  exists, 
issue  a  clearance  as  soon  as  traffic  conditions 
permit. 


is  "no,"  or  an  emergency  exists,  issue  a  clear¬ 
ance  as  soon  as  traffic  conditions  permit 

A  Authorize  scheduled  air  carrier  aircraft 
in  the  United  States  to  conduct  operations  if 
ground  risibility  is  not  kss  than  fa  statute 
mile. 

4?6.d.  nm*.— FAR  121  permits  landing  or  take-off 
Oy  domestic  scheduled  air  carriers  where  a  local 
surface  restriction  to  risibility  fa  not  leu  than  fa 
statute  mile,  provided  aS  turns  after  takeoff  or 
before  Unding  and  all  flights  beyond  1  statute  mDe 
from  the  airport  boundary  can  be  accomplished 
above  or  outside  the  area  so  restricted.  The  pilot  fa 
solely  responsible  for  determining  if  the  nature  of 
the  visibility  restriction  will  permit  compliance  with 
tbt  provisions  of  FAR  12L 

a.  dear  an  aircraft  to  fly  through  the  con¬ 
trol  tone  If  be  reports  flight  risibility  is  at 
least  1  statute  mile. 

477.  PLIGHT  VISIBILITY  BELOW 
ONE  MILE 

When  weather  conditions  are  not 
officially  reported  at  an  air¬ 
port  and  the  pilot  advises  the 
flight  visibility  is  less  than 
1  statute  mile,  treat  requests 
for  FW/SVFR  operations  at  that 
airport  as  follows i 

477.  Nau.— FAR  91  prescribes  use  of  officially  re¬ 
ported  ground  risibility  at  airports  where  It  fa  pro¬ 
vided, 'and  landing  or  take-off  "flight  visibility'’  where 
fa  fa  not,  as  the  governing  ground  visibility  for  basic 
and  Special  VFR  operations. 

a  Inform  departing  aircraft  that  a  clear¬ 
ance  cannot  be  issued. 

fa  Inform  arriving  aircraft  operating  out¬ 
side  of  the  control  zone  that  a  clearance  can¬ 
not  be  issued  unless  an  emergency  exists. 

a  Ask  an  arriving  aircraft  operating  within 
a  control  tone  if  be  can  depart  the  control 
tone  with  a  flight  visibility  of  at  least  1  statute 
mDe.  If  tbe  aircraft  cannot  depart  the  con¬ 
trol  zone  accordingly,  or  an  emergency  exists, 
issue  a  clearance  as  soon  as  traffic  conditions 
permit 


471.  RESERVED 


EXISTING 


PROPOSED 


470.  AUTHORIZATION 
Except  where  prohibited  by  FAR  93.113,  you 
mmy  authorize  Special  VFR  operations  in 
weather  conditions  less  than  basic  VFR  minima 
only  as  follows: 

a.  Within  control  zones. 

b.  When  requested  by  the  pOoL 

c.  On  the  basis  of  weather  conditions  reported 

at  the  airport  of  intended  landing/departure,  or 
emc.  Climb  to  VFR,  472;  Ground  Visibili¬ 

ty  Below  One  Mile,  477. 

4L  When  weather  conditions  are  not  reported 
•at  the  airport  of  intended  landing,  and  the  pilot 
advises  he  is  unable  to  maintain  VFR  ana  re¬ 
quests  Special  VFR. 

Pknteology: 

CLEARED  TO  ENTER/OUT  OF/THROUGH  CON¬ 
TROL  20NE 

mnd,  yf  mjuirtd 

(direction)  OF  (airport  name)  AIRPORT  (specified 
touting) 
mnd 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  WHILE 
IN  CONTROL  ZONE. 


en.  Not*.— Far  91  does  not  prohibit  helicopter 
Special  VFR  Rights  when  visibility  is  less  than  1 
mfle. 


You  may  authorize  helicopter 
Special  VFR  (HSVFR)  operations 
in  weather  conditions  less  than 
basic  VFR  minima  only  as  follows: 


a.  Within  control  zones. 


b.  When  requested  by  the  pilot 


c.  On  the  basis  of  weather  con 
ditions  reported  at  the  air 
port  of  intended  landing/ 
departure,  or 


d.  When  weather  conditions 
are  not  reported  at  the 
airport  of  intended  land¬ 
ing,  and  the  pilot  advises 
he  is  unable  to  maintain 
VFR  and  requests  HSVFR. 


482.  d.  NOTE  1.  -FAR  91  does  not 
prohibit  HSVFR  flights  when  vi¬ 
sibility  is  less  than  1  mile;  he 
ever,  helicopter  must  remain  cle 
of  clouds  at  all  times. 


482. d.  NOTE  2.  -FAR  91.105  (e) 
states:  "No  person  may  operate 
an  aircraft  (other  than  a  heli¬ 
copter)  in  a  control  zone  under 
the  special  weather  min inures  of 
this  section,  between  sunset  and 
sunrise  (or  in  Alaska  when  the 
sun  is  more  than  6  degrees  belo- 
the  horizon)  unless: 


(1)  That  person  meets  the  ap¬ 
plicable  requirements  for 
instrument  flight  under 
Part  61  of  this  chapter; 
and 

(2)  The  aircraft  is  equipped 
as  required  in  paragraph 
91.33  (d)". 


EXISTING 


PROPOSED 


482. d.  NOTE  3  -FAR  91.107  (b) 
•cates:  "No  person  aay  operate 
an  aircraft  in  a  control  tone 
under  VFR  conditions  except 
clear  of  clouds." 

482. d.  NOTE  4  -FAR  91.105  (b) 
states:  "When  the  visibility  is 
less  than  one  mile,  a  helicopter 
aay  be  operated  outside  controlled 
airspace  at  1,200  feet  or  less 
above  the  surface  if  operated  at 
a  speed  that  allows  the  pilot  ade¬ 
quate  opportunity  to  see  any  air 
traffic  or  other  obstruction  in 
tine  to  avoid  collision." 

Phraseology: 

CLEARED  TO  ENTER/OUT  OF/THROUGH 
CONTROL  ZONE  and,  if  required 
(direction)  OF  (airport  name) 
AIRPORT  (specified  routing)  and 
MAINTAIN  HELICOPTER  SPECIAL  V-F-R 
CONDITIONS  WHILE  IN  CONTROL  ZONE. 


472.  CLIMB  TO  VFR 


483.  CLIMB  TO  VFR 


Authorize  an  aircraft  to  climb  to  VFR  upon 
request  if  the  only  weather  limitation  is  re¬ 
stricted  visibility. 

Phraseology: 

CLIMB  TO  V-F-R  WITHIN  THE  CONTROL  ZONE/ 
WITHIN  (»  specified  distance  within  control  zone) 
MILES  FROM  (airport  name)  AIRPORT,  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS  UNTIL 
REACHING  V-F-R. 


Authorize  a  helicopter  to  climb 
to  VFR  upon  request  if  the  only 
weather  limitation  is  restricted 
visibility. 

Phraseology: 

CLIMB  TO  V-F-R  WITHIN  THE  CONTROL 
ZONE/WITHIN  (a  specified  distance 
within  control  zone)  MILES  FROM  (air 
port  name)  AIRPORT,  MAINTAIN  HELI¬ 
COPTER  SPECIAL  V-F-R  CONDITIONS 
UNTIL  REACHING  V-F-R. 


472.  SEPARATION 

Apply  approved  separation  between: 

•-  Special  VFR  aircraft. 

fc.  Special  VFR  aircraft  and  IFR  aircraft. 
trt  N*w  — Approved  irp*  ration  is  that  prescribed 
for  IFR  and  S peas!  VFR  in  ms  and  m.  Radar 
Victors  are  authorized  as  praacribad  in  aaa  (Sea 
paragraph  l.h.) 


--V-V 


484.  ALTITUDE  ASSIGNMENT 

Do  not  assign  a  fixed  altitude 
when  applying  vertical  separation, 
but  clear  the  HSVFR  aircraft  at 
or  below  an  altitude  which  is  at 
least  500  feet  below  any  conflict¬ 
ing  IFR  altitude. 
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m£rn  MMMm 


a.h.4 


EXISTING 


PROPOSED 


471  PRIORITY 

».  FW/SVFR  flight*  may  be  approved  only 
If  arriving  and  departing  IFR  aircraft  are  not 

delayed. 

«ru.  » «wf»  A  FW/SVFR  aircraft  has  been 
cleared  to  enter  the  control  tone  and  subsequently  an 
IFR  aircraft  is  ready  to  depart  or  is  in  position  to 
begin  an  approach.  Lass  overall  delay  might  accrue 
to  the  IFR  aircraft  if  the  FW/SVFR  aircraft  is 
allowed  to  proceed  to  the  airport  and  land,  rather 
than  leave  the  control  tone  or  be  repositioned  to 
provide  IFR  priority. 

Rage  151 


1140.  APPLICATION 

Control  a  special  VFR  helicopter  by  visual 
separation  or  apecial  VFR  procedures  unless 
fecal  procedures  are  contained  in  a  Letter  of 
Agreement 


Phraceolorvi 

maintain  helicopter  special  vpr  conditions 

AT  OR  BEfoW  (Utitudb) 

485.  PRIORITY 

a.  HSVFR  flights  nay  be  Approved 
only  if  Arriving  And  departing 
IFR  Aircraft  a re  not  delayed. 

485. a.  Bxaaple  l.-A  HSVFR  air¬ 
craft  Has  been  cleared  to  enter 
the  eontrol  tone  and  subsequently 
an  IFR  aircraft  is  raady  to  de¬ 
part  or  is  in  position  to  begin 
an  approach.  Less  overall  delay 
sight  accrue  to  the  IFR  aircraft 
if  the  HSVFR  aircraft  is  allowed 
to  proceed  to  the  airport  and 
land,  rather  than  leave  the  con¬ 
trol  tone  or  be  repositioned  to 
provide  IFR  priority. 

486 .  APPLICATION 

Control  a  Special  VFR  helicopter 
by  visual  separation  or  by  appli¬ 
cation  of  the  Special  VFR  separa¬ 
tion  standards  listed  in  part  487 
below.  At  locations  where  the 
volume  or  complexity  of  helicopter 
traffic  warrants,  a  Letter  to  Air¬ 
men,  (see  Manual  7210. 3E)  shall 
specify  the  local  Special  VFR 
routes,  procedures,  visual  refer¬ 
ences,  reporting  points,  holding 
points,  and  helicopter  traffic 
patterns  necessary  to  assure 
separation. 

1140.  Note  -  Control  of  IFR 
helicopters  is  governed  by  IFR 
or  radar  procedures  and  minima. 


f«HP  »'l»M  *  HJI’LP  II 


1141.  LOCAL  PROCEDURES 


At  locations  where  the  volume  or  complex* 
ity  of  helicopter  operations  warrants,  a  Letter 
of  Agreement  shall  specify  that  special  VTR 
helicopters  are  required  to  maintain  visual 
reference  to  the  surface  and  the  traffic  pat* 
terns,  routes  and  reporting  or  holding  fixes 
necessary'  to  achieve  separation,  in  accordance 
with  the  following  minima: 

a.  Between  special  VFR  helicopters— 1  milt. 
You  may,  however,  use  too  feet  if  they  are  de¬ 
parting  simultaneously  on  diverging  courses 
and  you  can  determine  this  minimum  by  ref¬ 
erence  to  the  surface  markings  or  you  instruct 
one  to  remain  at  least  tOO/eet  from  the  other. 


mm 


11414.  iMtlllM  I 


447.  HSVFR  SEPARATION  STANDARDS 

a.  Between  special  VFR  helicopters—/  mile. 

You  may,  however,  use  too  feel  if  they  are  de¬ 
parting  simultaneously  on  diverging  courses 
and  you  can  determine  this  minimum  by  ref¬ 
erence  to  the  surface  markings  or  you  instruct 
one  to  remain  at  least  too  feet  from  the  other. 


ry.-T.-.i  :=▼ 

fal 


■ulUttian  1 


EXISTING 


PROPOSED 


Pat*  151 


fc.  Between  an  arriving  Special  VFR  heli- 
aopter  and  an  arriving  fixed  wing  VFR  air¬ 
craft  executing  a  atraight-in  approach: 

(1)  If  the  fixed  wing  aircraft  k  last  than 
X  mSe  from  the  landing  threshold— %  mi U. 


(487  continued) 

b.  Between  an  arriving  Special  VFR 
helicopter  and  an  arriving  IFK 

aircraft  executing  a  atraight-in  ap¬ 
proach: 

(1)  If  the  IFR  aircraft  is  leas  than 
1  aile  from  the  landing  threshold  - 

*5  alia. 

(2)  If  the  IFR  aircraft  is  1  mile  or 
Bore  fron  the  landing  threshold  m 
Biles. 


(2)  If  the  fixed  Bring  aircraft  is  1  mile 
or  more  from  the  landing  threshold— it* 
m  ties. 


a.  Between  an  arriving  fixed  wing  IFK  air¬ 
craft  executing  a  circling  approach  or  a  missed 
approach  and  an  arriving  Special  VFK  heli¬ 
copter— f  miles. 


c.  Between  an  arriving  IFR  aircraf- 
executing  a  circling  approach  and  an 
arriving  or  departing  Special  VFR 
helicopter- 1^  miles. 


-4-Va_  1 


\ 01  .A Mi  *  1.  m  A  iirt  AiB  A  j/u  — (.m.  A wut t s.  w  4 
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EXISTING 


PROPOSED 


Page  152  - 

d.  Between  a  departing  fixed  wing  IFB  air¬ 
craft  and  a  Special  VFR  helicopter: 

(1)  If  the  fixed  wing  aircraft  it  ten  than 
to  mOe  beyond  the  runway  end— VhjniU. 


11414(1)  IhnitaUM 

(2)  If  it  is  to  mDe  or  more  beyond  the 
runway  end-^-tu^ 


11414.0)  Wvtlrtttaa 

a.  Between  a  departing  Special  VFR 
helicopter  and  a  departing  fixed  wing  IFR  air¬ 
craft— to  miU,  if  courses  diverge  after  takeofL 


d.  Between  a  departing  IFR  elr 
creft  and  a  Special  VFR  helicopter: 

(1)  If  the  IFR  aircraft  is  leee 
than  1  nile  beyond  the  runway  end- 
4  mile. 


(2)  If  it  is  1  mile  or  more  beyond 
the  runway  end-14  miles. 


e.  Between  a  departing  Special  VFR 
helicopter  and  a  departing  IFR  air¬ 
craft-4  mile,  if  courses  diverge 
after  takeoff. 
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,  - , 
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. 


Page  152 


EXISTING 


PROPOSED 


t  Between  an  arriving  fixed  wing  1FR  air* 
craft  and  a  Spec  ial  VKR  helicopter— sufficient 
separation  to  assure  that  the  helicopter  takes  off 
on  a  diverging  course  before  the  arriving  air* 
craft  is  1  milt  from  the  airport. 


1M1X  SltftUaUM 


1142-1149.  RESERVED 


f.  Between  an  arriving  IFR  air¬ 
craft  and  a  Special  VFR  helicopter- 
sufficient  separation  to  assure  that 
the  helicopter  is  on  a  diverging 
course  before  the  arriving  aircraft 
is  1  mile  from  the  airport. 


1140. f.  NOTE  -  Some  helicopter  flights 
will  be  in  a  direction  which  has  to 
cross  the  active  runway.  Such  flights 
must  be  across  the  runway  and  on  a  di¬ 
verging  course  before  the  arriving  IFR 
aircraft  is  one  mile  from  the  airport. 


AIRCRAFT  — 
COMBINATIONS 


SUMMARY  OF 

recommended  separation  minima 

IN  NAUTICAL  MILES 
FOR  VARIOUS  AIRCRAFT  COMBINATIONS 
INVOLVING  HSYFR  HaiCOPTERS 


HSVFR  HELICOPTER 


ARRIVAL 


DIVERGING  COURSES  ONLY 


EXISTING 


PROPOSED 


Page  120 

122.  MINIMA 

Unless  s  pilot  concurs  in  the  use  of  a  lower 
speed,  use  the  following  minima; 

a.  To  aircraft  operating  between  FL  280 
and  10,000  feet,  a  speed  not  less  than  250  knots. 

b.  To  turbojet  aircraft  operating  below 
10,000  feet: 

(1)  A  speed  not  less  than  210  knots,  ex* 
eepL* 

(2)  Within  20  miles  of  the  airport  of 
Intended  landing,  a  speed  not  less  than  170 
knots. 

e.  Propeller  aircraft  within  20  miles  of  the 
airport  of  intended  landing,  a  speed  not  less 
than  150  knots. 

d.  Departures,  a  speed  not  less  than  230 
knots. 

(insert)  - - - — 


822.  (no  change) 


e.  Helicopters  flying  on  instru¬ 
ments,  a  speed  not  less  than  60 
knots. 


822. e.  NOTE  -Relatively  few  types  cf 
helicopters  are  certificated  for  1FR 
flight  at  airspeeds  below  60  knots,  due 
to  control  stability  problems  at  lower 
speeds.  Once  in  the  clear,  with  outside 
visual  reference  to  the  surface,  pilots 
can  slow  to  lower  speeds  as  necessary. 


EXISTING 


PROPOSED 


Page  128 


•12.  STOl  RUNWAYS 

Um  STOL  runway*  a*  follows: 
a  A  designated  STOL  runway  may  be  as¬ 
signed  only  when  requested  by  the  pilot  or  as 
specified  in  a  Letter  of  Agreement  with  an 
aircraft  operator. 


962.  STOL  RUNWAYS 

Use  STOL  runways  as  follows 1 

a.  A  designated  STOL  runway  Bay  be 
assigned  to  a  fixed-wing  aircraft 
only  when  requested  by  the  pilot 
or  as  specified  in  a  Letter  of 
Agreement  with  an  aircraft  operator. 

b> designated  STOL  runway  may  be 
assigned  to  a  helicopter  at  any  tine. 

e.  Issue  the  measured  STOL  runway 
length  if  the  pilot  requests  it. 


- - ( 

b.  Issue  the  measured  STOL  runway  length 
if  the  pDot  requests  it. 


962.  NOTE  -Even  though  helicopters  do  not 
normally  require  the  use  of  a  runway,  there 
is  no  reason  to  prohibit  them  from  using  a 
STOL  runway  because  of  its  limited  dimen¬ 
sions. 


RATIONALE:  See  Note  96?. 


SOURCE: 


HA  I  Working  Group 


EXISTING 

Page  1 29 

972.  TAXi  INFORMATION 

When  taxi  information  is  required,  issue  the 
following,  as  appropriate,  in  concise  and  easy  to 
understand  terms: 

a  Route  for  the  aircraft  to  follow  on  the 
movement  area. 

fn*.  a**.— Movement  of  aircraft  within  loading, 
maintenance,  or  parking  areas  is  the  responsibility  of 
the  pilot,  aircraft  operator,  or  airport  management 

Phraseology: 

TAXZ: 

VIA  (route)  or  ON  (runway  number  or  taxiway,  etc.) 
or  TO  (location)  or  (direction)  or  ACROSS  RUNWAY 
(runway  number). 

CONTINUE  TAXIING: 

VIA  (route)  or  ON  (runway  number  or  taxiway,  etc.) 
or  (direction). 

trie.  Eiampfea— 

*Turn  right  at  first  intersection."  "Taxi  straight 
ahead  to  end  of  runway,  then  turn  left.” 

h  Instructions  to  hold  and  traffic  information 
as  necessary. 

trtt.  We**.— When  authorizing  an  airaraft  to  "taxi 
to"  an  assigned  takeoff  runway,  the  absence  of 
holding  instructions  authorizes  the  aircraft  to  "crosa" 
all  runways  which  the  taxi  route  intersects  except  the 
assigned  takeoff  runway.  It  does  not  include 
authorization  to  "taxi  onto"  or  “cress"  the  assigned 
takeoff  runway  at  any  point  In  absence  of  holding 
instructions,  a  clearance  to  "taxi  to”  any  point  other 
than  an  assigned  takeoff  runway,  is  a  clearance  to 
cress  all  taxiways  and  runways  that  intersect  the  taxi 
route  to  that  point 
Phrasoology: 

BOLD; 

SHORT  OF  (location),  or  ON  (taxi  strip,  run-up  pad, 
etc  ),  and  \f  necessary  TRAFFIC  (traffic  information), 
or  FOR  (reason). 

c.  Instructions  to  expedite  a  taxiing  aircraft. 

Phraseology: 

TAXI  WITHOUT  DELAY  (traffic  if  necessary) 


PROPOSED 


972  TAXI  INFORMATION 
FOR  HELICOPTERS 
When  taxi  information  la  required 
for  fixed  ving  aircraft,  issue  the 
following,  as  appropriate,  in  concise 
and  easy  to  understand  terms: 

a.  Route  for  the  aircraft  to  follow  on  the 
movement  area. 

one.  N***.— Movement  of  aircraft  within  loading, 
maintenance,  or  parking  areas  is  the  responsibility  of 
the  pilot,  aircraft  operator,  or  airport  management 

Phraseology: 

TAXI: 

VIA  (route)  or  ON  (runway  number  or  taxjway,  etc.) 
or  TO  (location)  or  (direction)  or  ACROSS  RUNWAY 
(runway  number). 

CONTINUE  TAXIING: 

VTA  (route)  or  ON  (runway  number  or  taxiway,  etc.) 
or  (direction). 

I?U  ExwnpU*.— 

“Turn  right  at  first  intersection 'Taxi  straight 
ahead  to  end  of  runway,  then  turn  left” 

b.  Instructions  to  hold  and  traffic  information 
at  necessary. 

•na.  Wat*.— When  authorizing  an  aircraft  to  "taxi 
to”  an  assigned  takeoff  runway,  the  absence  of 
bolding  instructions  authorizes  the  aircraft  to  "cross” 
ail  runways  which  the  taxi  route  intersects  except  the 
assigned  takeoff  runway.  It  does  not  include 
authorization  to  "taxi  onto”  or  "cress”  the  assigned 
takeoff  runway  at  any  point  In  absence  of  holding 
instructions,  a  clearance  to  "taxi  to”  any  point  other 
than  an  assigned  takeoff  runway,  is  a  clearance  to 
cross  all  taxiways  and  runways  that  intersect  the  taxi 
route  to  that  point 
Phraseology: 

HOLD: 

SHORT  OF  (location),  or  ON  (taxi  strip,  run-up  pad, 
etc.),  end  \f  necessary  TRAFFIC  (traffic  information) 
or  FDR  (reason) 

e.  Instructions  to  expedite  a  taxiing  aircraft 
Phraseology: 

TAXI  WITHOUT  DELAY  (traffic  If  necessary) 
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EXISTING 


PROPOSED 


Page  129 
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972. d.  When  necessary  Co  clear  a  heli¬ 
copter  Co  ground  Caxl  using  wheels.  Issue 
Instructions  using  the  phraseology  in 
paragraphs  a,  b,  or  c  above.  For  heli¬ 
copters  with  skid-type  landing  gear,  use 
paragraph  e.  below. 

972.d.  NOTE  1.  -  Ground  taxi  uses  less 
fuel  and  minimizes  air  turbulence.  How¬ 
ever,  under  certain  conditions,  such  as 
Tough/sof t/uneven  terrain,  It  may  become 
necessary  for  a  helicopter  to  air  taxi 
for  safety  reasons. 

972. e.  NOTE  2.  -  The  dovnvash  of  a  hover¬ 
ing  helicopter  generates  strong  surface 
velocities  out  to  a  radius  of  3  times  the 
rotor  diameter.  Where  possible,  this  much 
clearance  should  be  kept  between  the  hov¬ 
ering  helicopter  and  parked  light  aircraft. 

Helicopters  with  articulated  rotor  blades 
(usually  3  or  more  blades)  are  subject  to 
ground  resonance  and  may,  on  rare  occa¬ 
sions,  suddenly  lift  off  the  ground  to 
avoid  damage. 

972. e.  When  necessary  to  clear  a  helicop¬ 
ter  to  proceed  from  one  point  to  another 
via  flight  at  or  below  100  feet  AGL,  use 
the  appropriate  phraseology  as  follows: 

Phraseology: 

AIR  TAXI 

VIA  (direct  or  route  prescribed) 

TO  (location,  heliport,  helipad, 
movement/operating  areas, 
inactive/active  runway) 

CAUTION  (wake  turbulence,  construc¬ 
tion  equipment) 

LAND  AND  CONTACT  TOWER  OR  HOLD  FOR 
(reason,  landing/taxiing  aircraft, 
release,  clearance  to  cross  run¬ 
way,  etc.) 

972. e.  NOTE  1.  -  The  term  AIR  TAXI  auth¬ 
orizes  a  helicopter  to  be  operated  at  a 
speed  determined  to  be  safe  by  the  pilot 
and  at  an  altitude  of  not  more  than  100 
feet  AGL.  However,  other  factors  such 
as  snow  or  bloving  dust  may  cause  the 
pilot  to  request  to  air-taxi  at  a  higher 
altitude.  Approval  would  be  based  on 
traffic  conditions  at  the  time. 


"  ‘S' 


PROPOSED 


975*  Taxi  information  for  tingle 
piloted  helicopters  —  Istue 
taxi  information  to  helicopters 
at  in  972  above  and  if  the  heli¬ 
copter  requires  no  further  taxi 
instructions  1  instruct  the  pilot 
to  monitor/contact  tower  on  the 
appropriate  frequency. 

975*  NOTE. -This  procedure  enables 
a  tingle  pilot  to  set  his  radio 
before  liftoff  and  thereby  avoid 
having  to  land  before  changing 
to  the  tower  frequency. 

975.  Reference  -  7110. 653  36 

976-979.  RESERVED 


EXISTING 


PROPOSED 


MS.  TAKEOFF  CLEARANCE 

Imu*  takeoff  clearance. 

PknmoloM' 

CLEARED  FOR  TAKEOFF. 

•et  Msw— Tarbins-powtrsd  eircraft  may  be  eon- 
•ideredreedy  for  takeoff  when  they  reach  the  runway, 
unless  they  advise  otherwise. 

USA/VSAF/VSN:  Issue  surface  wind  and 
takeoff  clearance  to  aircraft. 


996.  TAKEOFF  CLEARANCE  FOR 
HELICOPTERS 


I* 

t> 

to 

c 


a.  Issue  takeoff  clearance  for  heli¬ 
copter.  from  any  point  on  the  airport 
which  is  not  prohibited  from  such 
use.  provided  the  helicopter  is  visi¬ 
ble  from  the  tower.  Obtain  prior 
approval  of  the  ground  controller 
when  the  takeoff  point  is  other 
than  an  active  runway,  heliport, 
helipad,  or  designated  helicopter 
departure  area. 

996. a.  NOTE  1  -  Whenever  possible 
issue  takeoff  clearance  in  lieu  of 
exterded  ground  or  air  taxi  oper¬ 
ations.  Helicopters  which  do  not 
request  the  use  of  a  runway  should 
not  be  forced  to  delay  until  a  take¬ 
off  runway  is  available,  if  other 
conditions  would  permit  them  to 
take  off  on  a  course  which  diverges 
from  other  traffic. 

996. a.  NOTE  2  -  Most  helicopter 
pilots  will  not  prefer  to  take  off 
downwind  if  the  wind  velocity  ex¬ 
ceeds  5  knots. 


Phraseology 

WIND  (surface  wind  In  direction  and  velocity). 
CLEARED  FOR  TAKEOFF. 

•06.  CANCELLATION  OF  TAKEOFF  CLEARANCE  ' 
Cancel  a  previously  issued  clearance  for 
takeoff  and  inform  the  pilot  of  the  reason,  if 
circumstances  require. 

Phraseology: 

CANCEL  TAKEOFF  CLEARANCE  (reason). 

•97-1009  RESERVED 


Phraseology: 


WIND  (direction  and  velocity) 

AIR  TAXI  TO  (point  on  airport) 
HOLD  SHORT  OF  (runway,  taxiway, 
apron,  or  other  point) 

(Code  name  of  route  if  specified 
in  Letter  to  Airmen) 

CLEARED  FOR  TAKEOFF 


b.  Issue  takeoff  approval  when  a 
helicopter  requests  takeoff  clear¬ 
ance  from: 

(1)  An  area  not  visible  from 
the  tower. 

(2)  An  unlighted  area  at  night. 


Phraseology : 

NOT  IN  SIGHT.  DEPARTURE  AS  REQUEST!: 
APPROVED,  (wind  direction  and  veloc¬ 
ity,  if  required) 

- 

997.  (Renumber  existing  paragraph 
996. 

998  -  1009  RESERVED  (Renumber) 
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EXISTING 
Page  135 - 

1020.  landing  clearance  ^ — 

Issue  landing  clearance.  Restate  the  landing 
runway  whenever  there  is  a  possibility  of  * 
conflict  with  another  aircraft  which  is  using 
or  is  planning  to  use  another  runway. 
Phraseology: 

CLEARED  TO  LAND 

Or 

CLEARED  TO  LAND  RUNWAY  (de.<i-'nntor).  a 

(insert) 

VSAtUSAF/USN  > 

Issue  surface  wind  and  landing  clearance. 
Restate  the  landing  runway  whenever  there  is 
a  possibility  of  a  conflict  with  another  aircraft 
which  is  using  or  is  planning  to  use  another 
runway. 

Phraseology: 

WIND  (surface  wind  direction  and  velocity), 
CLEARED  TO  LAND 
or 

WIND  -(surface  wind  direction  and  velocity), 
CLEARED  TO  LAND  RUNWAY  (doctor). 

1021.  landing  clean  vice  y/itmout  visual 

OBSERVATION 

When  an  arriving  aircraft  reports  at  a  posi¬ 
tion  where  he  should  be  seen  but  has  not  been 
visually  observed,  advise  the  aircraft  as  a  part 
of  the  landing  clearance  that  it  is  not  in  sight 
and  restate  the  landing  runway. 


PROPOSED 

— (Renunber  to  1020. a) 

/ 

1020. b.  Issue  landing  clearance 
for  helicopters,  to  any  point  on 
the  airport  which  is  not  prohib¬ 
ited  for  such  use,  provided  the 
landing  point  is  visible  from 
the  tower.  Obtain  prior  approval 
of  Ground  Controller  when  land¬ 
ing  point  will  be  other  than 
active  runway.  Include  wind 
direction  and  velocity  if  land¬ 
ing  will  be  made  downwind. 

Phraseology! 

1020. c.  Issue  landing  approval  when  a 
helicopter  requests  landing  on: 

(1)  An  area  not  visible  from  the  tower. 

(2)  An  unlighted  area  at  night. 

Phraseology : 

CLEARED  TO  LAND  (requested  landing  point) 
REQUESTED  LANDING  AREA  NOT  VISIBLE. 
^LANDING  AS  REQUESTED  APPROVED. 

1020. c.  NOTE.  -Helicopters  do  not  ne¬ 
cessarily  require  a  runway  for  landing. 

It  is  usually  advantageous  to  separate 
helicopter  and  fixed-wing  traffic  on 
different  flight  paths.  Landing  as 
close  as  practicable  to  final  destina¬ 
tion  on  airport  saves  time  and  fuel 
for  helicopters. 


SOURCE:  FAA  AAT-320 


EXISTING 


Pact  13? 

102i.  CLOSED  TRAFFIC 

Approve/disapprove  pilot  rtquests  to  re¬ 
main  in  closed  traffic  for  successive  operations 
subject  to  local  traffic  conditions. 

Pknmlogy: 

LEFT/RIGHT  (if  required)  CLOSED  TRAFFIC 
APPROVED.  REPORT  (position  if  required) 

tr 

UNABLE  CLOSED  TRAFFIC  (additional  informa¬ 
tion  as  required). 


'102?.  HELICOPTER  CLOSED  TRAFFIC 

a.  Approve  helicopter  closed  traf¬ 
fic  operations  based  on  takeoff/ 
landing  points  other  than  active 
runways,  when  use  of  runways  is  net 
desirable  due  to  traffic  volume  or 
noise  considerations* 


(insert) 


b.  Issue  sufficient  instructions 
to  avoid  interference  between  traf¬ 
fic  pattern  operations  and  other 
traffic  movements. 

c.  Control,  restrict,  or  cancel 
operations  in  helicopter  traffic 
pattern  in  order  to  prevent  delays 
to  itinerant  traffic. 

d.  Instruct  pilots  using  the  heli¬ 
copter  traffic  pattern  to  maintain 
visual  separation  from  other  heli¬ 
copters  operating  in  the  6ame  pat¬ 
tern. 

1027.  NOTE.  -  Most  helicopter 
cockpits  are  configured  for  the 
pilot  to  occupy  the  right  seat. 

This  factor  makes  the  use  of  right- 
hand  patterns  preferable  in  the  in¬ 
terests  of  cockpit  visibility. 


1027-1039.  RESERVED 


1028rl039  RESERVED  (renumbered; 


RATIONALE i  There  is  a  need  to  establish 
procedures  for  helicopter  operations  in 
closed  patterns,  and  to  clarify  why  right 
hand  patterns  are  preferable  for  most 
helicopters. 


SOURCE:  FAA  AAT-320 
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EXISTING 


PROPOSED 


1M 


T110JSI  CHO  I 

4/1  /II 

Section  21.  STAGE  lit  SERVICE 


1262.  SEPARATION 

i2«2.  Mai*  t-Siage  II]  separation  and  sequencing 
for  VTR  aircraft  is  dependent  upon  radar.  When  a 
radar  outage  occurs,  efforts  should  be  made  to 
segregate  VTR  traffic  from  the  IFR  traffic  flow. 

a.  Visual  separation,  as  specified  in  490.,  79L,  - 
and  1262.  - 

i2S2a  Net* —The  provisions  of  796. e^S)  art  ap¬ 
plicable  to  Stage  II!  operations. 
i2S2a.  a*i*r»no*.— Glossary  (Visual  Separation). 


b.  500  feet  vertical  separation  between  VTR 
aircraft  and  between  a  VFR  and  an  IFR  air- 
craft. 

1212k  Net*  —500  feet  vertical  separation  shall  not 
be  applied  below  a  heavy  jet. 

1212k  a*t*i*nct.— Minima,  1420. 


c.  Within  15  miles  of  the  radar  antenna, 
separate  helicopters  and  Category  I  and  □ 
VFR  aircraft  from: 


1212a.  Mot*  —This  procedure  DOES  NOT  apply  be- 
t  veen  IFR  aircraft. 

1212c.  a*i*t»no*  — Aircraft  Categories.  lllO.a.  Note. 

(1)  Other  Category  I  or  D  VFR/IFR 
aircraft  by  a  minimum  of  IV,  miles. 

(2)  Category  ID  VFR/IFR  aircraft  by 
JW  miles  only  when  both  aircraft  are  on 
parallel  courses. 


c.  Within  15  miles  of  the 
radar  antenna,  aeparate  fixed- 
wing  Category  I  and  II  aircraft 
from: 

(1)  Other  Category  1  and  II  fixed- 
wing  VFR/IFR  aircraft  by  a  minimum 
of  1-1/2  miles. 

(2)  Category  III  fixed-wing  VFR/IFR 
aircraft  by  a  minimum  of  1-1/2 
miles  only  when  the  aircraft  are 
on  non- converging  courses. 

d.  Within  15  miles  of  the 
radar  antenna,  aeparate  helicoptera 
from  fixed-wing  VFR/IFR  aircraft  by 
a  minimum  of  1-1/2  miles  except  as 
specified  under  paragraph  487  of 
this  manual. 


RATIONALE : 


1282. c. (2)  There  appears  to  be  no  reason  why  courses  must  be  parallel 


aa  long  as  they  are  not  converging. 

1282. d.  The  high  maneuverability  and  relatively  low  speed  of  helicopters 
greatly  reduces  any  need  for  them  to  stay  3  miles  away  from  a  Category  III 
aircraft  just  because  their  courses  are  converging;  a  1-1/2  mile  minimum 
appears  ample. 


SOURCE:  FAA  AAT-320 


RECCMMFNDED  CHANGES  REQUIRING 


FURTHER  STUDY  AND  FLIGHT  TESTS 


The  following  is  a  list  of  items  which  should  be  given  further  study 
and  validation  by  flight  testing,  prior  to  implementation. 

Page  li2,  Para  23 7,  ALTITUDES  FCE  DUAL  ROUTES:  In  busy  helicopter 
operating  areas  (primarily  offshore),  using  area  navigation  with  laterally 
offset  parallel  routes,  it  may  be  advantageous  to  put  opposite-direction 
routes  at  the  same  altitude,  with  crossing  routes  at  the  next  level. 


RATIONALE:  Helicopter  altitudes  are  o^ter.  limited  hy  icing  or  traffic 
considerations.  Apr licatic  or  the  dual-route  intersection  concert  shown 
above  should  simplify  AT  workload  in  many  cases,  by  precluding  conflictions 
of  crossing  traffic  as  well  as  opposite-direction  traffic.  For  example,  a 
northbound  aircraft  would  not  be  concerned  with  southbound,  easthound,  or 
westbound  traffic,  hut  only  with  overtaking  or  merging  with  other  northbound 
traffic.  Actually  tie  routes  could  cross  at  any  angle  and  still  be  completely 
independent  in  all  four  directions  of  traffic  flow. 


SOUP.CE:  MAI  Working  Group 


Page  53,  Para  29ii,  OTHIH  NAVIGATION  SYSTEMS:  The  Handbook  needs  to 
address  appropriate  separation  standards  for  aircraft  using  Loran  C  and 
perhaps  other  forms  of  navigation  such  as  VLF/Omega  and  eventually 
Navstar  3PS. 

RATIONALE:  Adequate  VCF./IME  coverage  at  helicopter  operating  altitudes 
does  not  exist  in  nucn  of  the  offshore  airspace  and  in  many  parts  of  the 
country.  It  is  expected  that  the  use  of  other  types  of  navigation  by  LFR 
helicopters  will  continue  to  increase. 


m 
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Page  113,  Para  791,  FINAL  APPROACH  INTERCEPTION:  The  specified 
combinations  of  maximum  final  approach  interception  angles  and  minimum  turn-on 
distances  are  not  necessarily  appropriate  to  helicopters  with  approach  speeds 
in  the  neighborhood  of  60  knots. 

RATIONALE :  To  save  flight  time,  fuel,  and  airspace  in  the  terminal 
area,  helicopters  should  be  allowed  to  make  shorter  approaches.  This  would 
also  tend  to  increase  capacity  by  reducing  the  length  of  the  comnon  path 
where  helicopters  have  to  use  the  same  ILS  as  other  aircraft.  For  any 
length  of  final  approach,  a  slower  approach  speed  gives  the  pilot  more  time 
to  get  stabilized  on  the  localizer  course  and  on  the  glide  slope.  Obviously 
the  final  approach  must  still  be  long  enough  to  allow  the  pilot  to  intercept 
it  from  the  lower  side.  With  a  much  smaller  turning  radius  the  helicopter 
requires  less  anticipation  to  intercept  the  localizer  course;  therefore,  it 
appears  that  larger  interception  angles  should  still  be  satisfactory. 

SOURCE :  HAI  Working  Group 
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222.  MINIMA  BETWEEN  ALTITUDES 

Separate  IFR  aircraft  by  assigning 
different  altitudes  using  the  following 
minima  between  altitudes: 

a.  Up  to  and  including  FL  290  -  1,000  feet. 

b.  Above  FL  290  -  2,000  feet. 


c.  In  offshore  operations, 
helicopters  at  or  below 
3000  MSL  and  equipped  with 
radio  altimeters  may,  with 
pilot  concurrence,  be 
separated  by  a  minimum  of 
500  feet. 


RATIONALE.  The  use  of  a  non-barometric  reference  and  the  absence  of  terrain 
obstructions  should  make  this  a  safe  procedure,  very  useful  because  of  the 
relatively  low  range  of  operating  altitudes. 


SOURCE :  HAI  Working  Group 
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PROPOSED 


Page  48  ' 

273.  SEPARATION  BY  PILOTS 

When  pilots  of  aircraft  on  the 
same  course  in  direct  radio  com¬ 
munication  with  each  other  concur, 
you  may  authorize  the  following 
aircraft  to  maintain  longitudinal 
separation  of  10  minutes;  or  20 
miles  if  they  are  using  DME. 


(add  to  existing  sentence) 

;  except  when  the  succeeding 
aircraft  maintains  a  speed  which 
is  no  faster  than  the  preceding 
aircraft,  and  does  not  exceed  120 
knots,  a  minimum  of  10  miles  DME 
separation  may  be  used. 


Phraseology: 

MAINTAIN  AT  LEAST  ONE  ZERO  MINUTES/ 
TWO  ZERO  MILES  SEPARATION  FROM 
(Ident) . 


RATIONALE.  The  use  of  20  miles  DME  separation  produces  excessively  long 
intervals  between  low-speed  aircraft,  resulting  in  very  low  route  capacity. 

The  use  of  10  miles  separation  appears  generous  under  the  conditions  specified 
above. 


SOURCE:  HAI  Working  Group 
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Page  213 


1710.  LONGITUDINAL  SEPARA1ION 

a.  Separate  aircraft  at  any 
altitude  using  DME  by  a  minimum  of 
20  miles  except  that  10  miles  may  be 
used  when  the  leading  aircraft  main¬ 
tains  a  speed  at  least  40  knots  faster 
than  the  succeeding  aircraft. 


(add  to  existing  sentence) 

;  or  when  the  succeeding  aircraft 
maintains  a  speed  no  faster  than 
the  leading  aircraft,  and  this 
speed  does  not  exceed  130  knots. 


RATIONALE .  The  use  of  10  miles  separation  appears  safe  under  the  conditions 
specified  (see  also  proposed  paragraph  273). 


SOURCE :  HAI  Working  Group 


APPENDIX 


Much  effort  was  spent  in  collecting  and  coordinating  the  material  for 
the  recommended  changes  to  the  ATC  Handbook.  Copies  of  pertinent  correspondent 
and  related  material  are  provided  in  the  following  section,  as  an  Appendix 
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1156  15th  St.,  N.M.,  Suits  610,  Washington,  D.  C.  20005  (202)  466-2420  Telex  B9615 


November  14,1980 


Memorandum  No.  2 


HAA  HELICOPTER  ATC  STUDY  WORKING  GROUP 


FROM: 


Glen  A.  Gilbert 
HAA  Program  Manager 


1.  Enclosed  herewith  is  a  paper  prepared  by  the  PATCO  member  of  the 
FAA's  Air  Traffic  Procedures  Advisory  Committee  (ATPAC).  (I  am  a  member 
of  this  Committee  in  representation  of  the  HAA.) 

2.  It  would  be  very  useful  if  members  of  the  Working  Group  would 
give  this  presentation  consideration  in  their  review  of  7110. 65B  per  my 
Memorandum  No.  1 . 

3.  Also  enclosed  for  your  information  is  the  tirae/phase  plan  for  the 
conduct  of  our  ATC  study  as  outlined  in  my  Memorandum  No.  1. 


STAGE  III  RADAR  SERVICE 


Many  of  you  are  aware  of  the  ongoing  controversy  concerning 
the  application  of  Stage  III  separation  to  aircraft  operating  in 
the  VFR  traffic  pattern  at  airports  where  the  pattern  lies  within 
Terminal  Radar  Service  Area  (TRSA)  airspace.  For  those  of  you 
who  are  not  familiar  with  this  controversy,  here  is  some  back¬ 
ground. 

FAA's  ATC  Operations  and  Procedures  Division  (AAT-3Q0)  be¬ 
came  aware  last  year  of  a  lack  of  standardization  in  this  area. 
Nearly  a  year  age,  FAA  Washington  sent  a  team  into  the  field  to 
observe  Stage  III  operations  and  make  recommendations  for  stan¬ 
dardization.  Their  primary  area  of  interest  was  to  establish 
whether  separation  was  being  provided  to  VFR  aircraft  in  a  closed 
traffic  pattern. 

They  found  that  a  few  facilities  were  actually  providing 
this  so-called  service  through  radar  vectoring,  sequencing  or 
separation  of  aircraft  each  trip  around  the  pattern.  Many  facil¬ 
ities  felt  they  were  providing  separation  through  the  use  of 
visual  separation.  When  queried,  it  turned  out  that  most,  if 
not  all,  of  them  were  relying  on  controller  applied  visual 
(7110. 65B,  para.  490a  (1)  and  (2)).  They  were  actually  applying 
para.  980  and/or  906. 

The  Air  Traffic  Procedures  Advisory  Committee  (ATPAC) ,  a 
national  level  committee  with  representatives  of  fourteen  evaiation 
interest  groups,  including  PATCO,  discussed  the  subject  in  depth 
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T.-.GE  III  RADAR  SERVICE 
last  April.  What  resulted  was  a  unanimous  recommendation  that 
"FAA  consider  VFR  aircraft  operating  in  the  closed  traffic  pattern 
...as  non-participating  aircraft".  It  is  significant  that  all 
committee  members  concurred  in  this  PATCO  proposal  including 
representatives  of  every  aspect  of  general,  military  and  commercial 
aviation . 

At  the  July  ATPAC  meeting,  FAA  rejected  the  recommendation, 
reemphasizing  their  position  that  all  aircraft  operating  in  TRSA 
airspace  shall  be  separated  unless  the  pilot  specifically  declines 
the  service.  That  includes  pattern  traffic,  regardless  of  whether 
aircraft  are  radar  identified. 


I  strongly  suggest  that  controllers  at  affected  locations 
carefully  reevaluate  the  procedures  they  use  to  "separate"  VFR 
pattern  traffic.  Review  the  options  available  in  7110.653.  These 
options  are: 


Radar  separation  -  para.  1282 
This  separation,  if  used,  must  be  provided 
on  a  fully  certified  radar  system,  not  sim¬ 
ply  a  certified  ERITE  indicator ,  by  a  cert¬ 
ified  radar  controller. 
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pilots  involved  accept  responsibility 
under  the  provisions  of  490a  (1)  and  (3) 
all  is  well,  bearing  in  mind  that  the 
pilot  must  see  and  maintain  visual  sep¬ 
aration  from  all  aircraft  within  1  *5  miles 
if  all  are  CAT  I  or  II,  or  3  miles  if  any 
are  CAT  III.  NOTE:  If  the  controller 
elects  to  assume  responsibility  for  vis¬ 
ual  separation  (para.  490  a  (1)  and  (2)), 
be  aware  that  if,  at  any  time,  for  any 
reason,  you  lose  sight  of  any  aircraft 
involved,  you  may  have  had  a  system  error. 

This  could  occur  with  aircraft  on  extended 
downwind  pattern  segments  behind  the  tower, 
aircraft  lost  in  haze,  or  controller  atten¬ 
tion  simply  diverted  by  other  duties.  Also 
pay  close  attention  to  the  restrictions  on 
use  of  visual  separation  between  successive 
departures.  The  concept  of  the  BRITE  as 
an  "extention  of  the  eyeballs"  is  not  a 
substitute  for  "eyeball  contact"  for  the 
purpose  cf  applying  visual  separation. 

Regardless  of  the  type  separation  applied,  the  controller 
responsible  must  have  specific  airspace  in  which  to  conduct  the 
operation  as  well  as  the  ability  to  assure  that  his  aircraft  re- 
mam  the  required  distance  from  the  boundary. 
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Having  grappled  with  this  dilemma  for  nearly  a  year,  we  h 
concluded  that  the  only  way  to  conduct  these  operations  in  ac¬ 
cordance  with  FAA's  stated  position  is  by  application  of  radar 
separation.  This  will  normally  require  the  aircraft  to  go  to 
departure/arrival  radar  for  sequencing  and  separation. 

The  impact  this  will  have  on  the  system  at  many  locations 
is  readily  discernable.  It  seems  peculiar  that  the  FAA  appar¬ 
ently  doesn’t  share  PATCO ' s  concern.  The  increased  delays  to 
both  VFR  and  IFF  traffic  could  result  in  any  of  the  following 
situations : 

1)  Disgruntled  pilots  could  habitually  decline 
Stage  III  service  not  only  in  the  pattern, 
but  throughout  the  system,  thereby  derogating 
the  effectiveness  of  the  TRSA  program. 

2)  The  FAA  could  modify  TRSAs  to  exclude  airport 
traffic  areas  or  portions  thereof,  reducing 
the  service  to  itinerant  Staae  III  traffic, 
thereby  derogating  air  safety. 

3)  FAA  could  eventually  realize  the  validity  of 
the  ATPAC  position  and  take  actions  commen¬ 
surate  with  the  suggestions  of  the  Committee. 
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November  14,  1980 


Memorandum  No.  3 

TO:  HAA  HELICOPTER  ATC  STUDY  WORKING  GROUP 

FROM:  Glen  A.  Gilbert 

HAA  Program  Manager 

1.  Enclosed  herewith  for  your  information  is  an  FAA  Proposed 
Revision  to  F AAH  7110.  65B,  7210.  3E  P/C  Glossary  and  Airmans  In¬ 
formation  Manual. 

2.  I  would  appreciate  it  if  all  members  of  the  Wor.king  Group  would 
review  this  material  and  let  me  have  any  comments  no  later  than  Dec¬ 
ember  5. 

3.  Pilot  members  will  find  the  enclosure  particularly  useful  in 
preparing  their  recommendations  on  7110.  65B,  inasmuch  as  this  is  the 
format  (from  page  7  on)  that  we  will  follow  in  our  study  (i.  e.  ,  Paragraph 
Number,  Old,  New,  Rationale). 

4.  Don't  forget  that  the  target  date  for  the  first  cut  at  the  para¬ 
graph  bv  paragraph  renew  is  December  15  (see  item  5,  my  Memoran¬ 
dum  No.  1). 
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II.  BACKGROUND /RATIONALE : 

A  review  of  FAAH  7110.6SB,  paragraph  491  (VFR  CONDITIONS)  and  491 
(VFR  ON  TOP),  has  revealed  some  ambiguities  and  a  potential  for 
confusion  in  the  application  of-  the  two  paragraphs.  In  this 
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proposal,  ve  hive  attempted  to  clarify  intent  by  revising  7110. 63B,  491, 
492  end  the  AIM  so  that  the  procedural  application  and  the  information 
in  the  AIM  will  answer  the  following  questions: 


IQ.  May  a  clearance  to  operate  "VFR  OR  TOP"  or  "VFR"  be  issued 
when  the  pilot  does  not  specifically  request  the  clearance? 

A.  A  clearance  to  operate  "Vf'k  OR  TOP"  shall  not  be 
Issued  unless  the  pilot  specifically  requests  it. 

A  clearance  to  operate  in  "VTR  CONDITIONS"  may  be 
issued  without  a  pilot  request,  but  only  if  one  of 
the  following  conditions  exists; 

a.  A  terminal  facility  determines  that  there 
will  be  noise  abatement  benefits  where 
part  of  the  ITR  departure  route  does  not 
conform  with  an  7AA  approved  noise  abate¬ 
ment  route  or  altitude. 

b.  A  pilot  has  requested  a  practice  instrument 
approach  from  a  terminal  facility  and  he  is 
not  on  an  IPR  flight  plan. 

2Q.  Should  a  "VPR  ON  TOP"  clearance  be  issued  when  there  is  no 
obscuring  meteorological  formation  (i.e.,  clouds,  smoke, 
haze,  etc.)? 

A.  No.  This  clearance  should  only  be  issued  when  a 
pilot  desires  to  operate  in  VFR  conditions  above 
some  kind  of  obscurstion.  However,  this  is  a 
pilot  determination  and  a  controller  should  not 
question  it.  Even  when  the  controller  is  sure 
that  the  weather  is  "clear  and  fifty",  be  should 
still  honor  a  pilot's  request  to  operate  "VPR 
ON  TOP."  Ve  have  attempted  to  indicate  in  the 
AIM  that  pilots  should  request  "VPR  ON  TOP"  only 
when  they  are  actually  on  top  of  a  meteorological 
formation  or  when  they  desire  to  climb  through  a 
meteorological  formation  and  then  aither  maintain 
VPR  ON  TOP  or  cancel  their  IPR  flight  plan. 

Otherwise,  pilots  should  fulfill  their  desire  to 
operate  in  VTR  conditions  by  specifically  request¬ 
ing  a  clearance  to  operate  in  "VFR  CONDITIONS" 
instead  of  "VTR  ON  TOP."  However,  we  reiterate 
that  this  is  a  pilot  determination  and  it  should 
not  be  questioned  by  controllers. 

3Q.  May  a  pilot  operate  "VFR  ON  TOP" 


a.  Between  layers  or; 
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A.  a.  Yea.  Remember  Chat  Che  pilot  should  be  operating 

above  tome  obscuring  formation  but  there  is  nothing 
intended  to  preclude  operation  above  one  layer  and 
belov  another.  The  basic  requirements  are  that 
the  pilot  fly  at  the  appropriate  VTR  altitudes  as 
prescribed  in  FAR  91.109  and  eoaply  with  the  VFR 
visibility  and  distance  from  cloud  criteria  in 
FAR  91.105. 

b.  Normally,  pilots  should  not  operate  VFR  ON  TOP 
beneath  a  layer.  The  appropriate  request  and 
clearance  in  this  situation  would  be  to 
"MAINTAIN  VFR  CONDITIONS.**  However,  a  pilot 
operating  correctly  VFR  ON  TOP  of  a  meteorologi¬ 
cal  formation  could  overfly  the  foraation  to  a 
point  where  it  ended  and  then  find  himself 
operating  either  in  the  clear  (no  obscuring 
conditions)  or  beneath  a  layer.  In  this  situa¬ 
tion,  he  could  continue  to  operate  on  his  VFR 
ON  TOP  clearance.  We  do  not  intend  to  draw 
such  a  fine  technical  distinction  between  "VFR 
ON  TOP"  and  "VFR  CONDITIONS"  ao  as  to  preclude 
this  type  of  operation  or  to  require  pilots  to 
request  amended  clearances  (i.e.,  requesting 
a  change  from  a  VFR  ON  TOP  to  a  VFR  CONDITIONS 
clearance).  We  believe  that  requring  VFR  ON  TOP 
pilots  (who  find  that  they  are  no  larger  opera¬ 
ting  above  a  meteorological  formation)  to  request 
an  amended  clearance  to  "VFR  CONDITIONS,"  would 
unnecessarily  complicate  the  procedure  and  would 
provide  no  operational  benefit.  Conversely,  a 
pilot  operating  on  a  "VFR  CONDITION"  clearance 
need  not  request  an  amended  clearance  (i.e.,  VFR 
ON  TOP)  when  he  finds  himself  operating  above  a 
meteorological  formation. 

Where  the  reasons  for  the  change  cannot  be 
determined  from  the  BACKGROUND  or  are  not  readily 
apparent,  we  have  attempted  to  explain  them  in  a 
"rationale"  paragraph  following  the  revision. 

CHANGE: 

AIRMANS  INFORMATION  MANUAL 
P/C  GLOSSARY 

OLD  NEW 


IFR  OVER  THE  TOP  -  The  operation  of  Delete 

an  aircraft  over  the  top  on  a  IFR 

flight  plan  when  cleared  by  air 

traffic  control  to  maintain  "VFR 

CONDITIONS"  or  "VFR  CONDITIONS  ON 

TOP."  (See  VFR  ON  TOP) 
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VTR  OVER  THE  TOP  -  The  operation  Delete 

of  an  aircraft  above  the  cloud* 
under  VTR  when  it  it  not  being 
operated  on  an  IFR  flight  plan. 

(Sec  VFR  ON  TOP) 

Rationale: 

While  these  tens*  appear  in  cone  TAR'a  (e.g.,  FAR  121),  they  are  not 
used  in  pilot/controller  communication*  nor  do  they  normally  exist 
in  the  ATC  lexicon.  Their  appearance  in  the  glossary  complicates 
matters  by  implying  that  they  are  used  and  invites  unnecessary  compari¬ 
son  with  "VFR  ON  TOP",  "VFR  CONDITIONS,"  etc. 


VFR  CONDITIONS  -  ATC  authorisa¬ 
tion  for  an  IFR  aircraft 
operating  in  VFR  conditions,  a 
VFR  TCA  or  Stage  III  aircraft 
or  a  VFR  aircraft  requesting  a 
practice  instrument  approach,  to 
be  flown  at  the  pilots  choice 
of  an  appropriate  VFR  altitude 
as  specified  in  FAR  91.  A  pilot 
receiving  this  authorization 
must  comply  with  the  VFR  visi¬ 
bility,  distance  from  cloud 
criteria  and  the  minimum  IFR 
altitudes  specified  in  FAR  91. 


Rationale : 


Since  "VFR  CONDITIONS"  is  used  in  the  revised  7110. 65B,  491,  and  since 
"VFR  ON  TOP"  and  "VFR  CONDITIONS"  have  different  procedural  applications, 
the  term  should  be  defined  in  the  P/C  Glossary. 


VFR  ON  TOP /VFR  CONDITIONS  ON  TOP  - 
An  IFR  clearance  term  used  in  lieu 
of  a  specific  altitude  asignment 
upon  pilot's  request  which 
authorizes  the  aircraft  to  be 
flown  in  VFR  weather  conditions 
at  an  appropriate  VFR  altitude 
which  is  not  below  the  minimum 
IFR  altitude  (Refer  to  FAR 
Part  91). 
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VFR  ON  TOP  -  ATC  authorization 
for  an  IFR  aircraft  to  operate  in 
VFR  weather  conditions  above  a 
meteorological  formation  (i.e., 
coulds,  smoke,  haze,  etc.)  at  the 
pilot's  choice  of  an  appropriate 
VFR  altitude  as  specified  in 
FAR  91.  A  pilot  receiving  this 
authorization  must  comply  with 
the  VFR  visibility,  distance 
from  cloud  criteria  and  the 
minimum  IFR  altitudes  specified 
in  faf'  ;t: - - — — . 

r  k  >  JS>  k  "  „>  M  K  ■  »  H  ta  V  .  V  l.  *  J *  L.  »  AlV 


Rationale: 

1.  It  it  unnecessary  to  uee  tvo  terms  (i.e.,  VFR  ON  TOP/VFR  CONDITIONS 
ON  TOP)  to  describe  the  scse  procedure.  Therefore,  in  the  interest 
of  simplification,  VFR  CONDITIONS  ON  TOP  has  been  deleted. 

2.  Since  the  tern  is  used  to  authorise  flight  above  some  form  of 
obscuring  layer,  the  definition  was  revised  to  clesrly  state  that 
provision.  Additionally,  including  some  of  the  pilot's  basic 
responsibilities  makes  the  definition  clearer  and  more  precise. 


OLD 

266.  IFR  CLEARANCE  WITH  VFR 
RESTRICTIONS 

a.  ATC  will  not  issue  a 
clearance  to  an  IFR  flight  specify¬ 
ing  that  climb  descent,  or  any 
portion  of  the  flight  be  conducted 
in  VFR  condition  unless  one  of  the 
following  exists. 

(1)  The  pilot  requests  the  VFR 
restriction. 

(2)  For  noise  abatement  bene¬ 
fits  where  part  of  the  IFR  departure 
route  does  not  conform  with  an  FAA 
approved  noise  abatement  route  or 
altitude. 

b.  If  a  pilot  is  operating 
on  an  IFR  flight  plan  and  is  given 
a  VFR  restriction,  ATC  will  not 
apply  IFR  separation  during  the 
"VFR  Restriction"  portion  of  the 
flight. 

c.  If  after  receiving  a  VFR 
restriction  the  pilot  determines 
that  compliance  with  the  clearance 
is  not  feasible,  the  pilot  shall 
maintain  VFR  and  request  an  amended 
clearance. 


NEW 

266.  IFR  CLEARANCE  WITH  VFR  ON 
TOP/VFR  CONDITION  RESTRICTIONS 

a.  A  pilot  on  an  IFR  flight 
plan  operating  in  VFR  weather 
conditions,  on  top  of  a  cloud,  haze, 
smoke  or  other  meteorological  for¬ 
mation  may  request  VFR  ON  TOP  in 
lieu  of  an  assigned  altitude.  This 
would  permit  the  pilot  to  select  an 
altitude  or  flight  level  of  his 
choice. 

b.  Pilots  desiring  to  climb 
through  a  cloud,  haze,  smoke  or 
other  meteorological  formation 
and  then  either  cancel  their  IFR 
flight  plan  or  operate  VFR  ON  TOP 
may  request  a  climb  to  VFR  ON  TOP. 
The  ATC  authorization  shall  contain 
a  requett  to  report  reaching  VFR 

ON  TOP,  a  top  report  or  a  state¬ 
ment  that  no  top  report  is 
available.  Additionally,  the  ATC 
authorization  may  contain  a  clear¬ 
ance  limit,  routing  and  an 
alternative  clearance  if  VFR  OK 
TOP  is  not  reached  by  a  specified 
altitude . 

r.  A  pilot  on  an  IFR  flight 
plan,  operating  in  VFR  conditions, 
may  request  to  climb/descend  in, 
or  to  maintain  VFR  conditions. 
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d.  ATC  may  not  authorize 
VFR  ON  TOP /VFR  CONDITIONS  opera¬ 
tions  unless  the  pilot  requests 
the  VFR  operation  or  a  elaaraoce 
to  operate  in  VTR  CONDITIONS  vill 
result  in  noise  abatement  benefit 
where  pert  of  the  IFR  departure 
route  does  not  conform  to  an  FAA 
approved  noise  abateaent  route  or 
altitude. 

e.  When  operating  in  VFR 
conditions  with  an  ATC  authoriza¬ 
tion  to  "MAINTAIN  VFR  ON  TOP/ 
MAINTAIN  VFR  CONDITIONS  pilots 
should : 

(1)  Fly  at  the  appropriate 
VFR  altitude  as  prescribed  in 
FAR  91.109. 

(2)  Comply  with  the  VFR 
visibility  and  ditt*nce  fro* 
cloud  criteria  in  FAR  91.105 
(BASIC  VFR  WEATHER  MINIMUMS). 

(3)  Comply  with  instrument 
flight  rules  that  are  applicable 
to  his  flight  (i.e.,  minimum  IFR 
altitudes ,  position  reporting, 
radio  communications,  course  to 
be  flown,  adherence  to  ATC  clear¬ 
ance,  etc.). 

f.  ATC  authorization  to 
"MAINTAIN  VFR  ON  TOP"  does  not 
preclude  operation  on  top  of  one 
meteorological  formation  and 
beneath  another  (i.e.,  between 
layers).  The  only  requisite  is 
that,  at  the  time  the  initial 
clearance  was  issued,  the  pilot 
was  either  operating  in  VFR 
conditions  above  a  meteorological 
formation  or  was  raqueating  a 
clearance  to  climb  through  and 
operate  in  VFR  conditions  above 

a  meteorological  formation.  If 
a  pilot  desires  to  operate  in 
VFR  conditions  on  an  IFR  flight 
plan,  and  no  meteorological 
formation  (i.e.,  clouds,  smoke, 
haze,  etc.)  is  present  or  he 
wishes  to  operate  below 


A15 


th«  foraatio.i,  bt  should  request 
ATC  authorisation  to  operate  in 
"VFR  CONDITIONS."  It  is  impera¬ 
tive  that  pilots  understand  that 
clearance  to  operate  "VFR  ON  TOP/ 
VTR  CONDITIONS"  does  not  imply 
cancellation  of  the  IFR  flight 
plan. 


g.  Pilots  operating  VFR  OK 
TOP /VFR  CONDITIONS,  may  receive 
traffic  information,  from  ATC, 
on  other  pertinent  IFR  or  VFR 
aircraft.  However,  separation 
will  not  be  provided  unless  the 
pilot  is  operating  in  a  TCA  or 
participating  in  Stage  III  service. 

Note.  -  When  operating  in  VFR 
weather  conditions,  it  is  the 
pilot's  responsibility  to  be 
vigilant  so  as  to  see  and  avoid 
other  aircraft. 

h.  ATC  will  not  authorize 
VFR  ON  TOP  or  VFR  CONDITIONS 
operations  in  positive  control 
areas  (PCA).  (See  paragraph  93  - 
Positive  Control  Area) 


Paragraph  271. b. 


OLD 

b.  Standard  separation  will  be 
provided  between  all  aircraft  operat¬ 
ing  on  IFR  flight  plans  except  when 
"VFR  CONDITIONS-ON-TOP"  has  been 
requested  by  a  pilot  and  authorized 
by  ATC  in  lieu  of  a  specific  cruising 
or  holding  altitude  or  when  clear¬ 
ances  opacifying  that  climb  or 
desent  or  any  portion  of  the  flight 
shall  be  conductad  in  "VFR 
CONDITIONS"  are  issued.  A  pilot  may 
specifically  request  IFR  separation 
while  conducting  a  practice  instru¬ 
ment  approach. 


NEW 

b.  Separation  will  be  pro¬ 
vided  between  all  aircraft 
operating  on  IFR  flight  plans 
except  during  that  part  of  the 
flight  (outside  of  a  TCA  or  TRSA) 
being  conducted  on  a  VFR  ON  TOP/ 
VFR  CONDITIONS  clearance.  Under 
these  conditions,  ATC  may  issue 
traffic  advisories  but  it  is  the 
sole  responsibility  of  the  pilot 
to  be  vigilant  so  as  to  see  end 
avoid  other  aircraft. 
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1.  "VFR  CONDITIONS -OH-TOP"  changed  to  "VFR-ON-TOP "  to  comply  with 
procedural  change  in  terminology  in  PAAH  7110. 65B. 

2.  Honpertinent  material  deleted  and  the  paragraph  reviaed  to  clearly 
indicate  ATC/pilot'a  rolea  in  terma  of  aeparation  reaponaibility. 


Paragraph  298. e. 

VFR  OPERATIONS  ON  I PR  PL I CRT  PLAN 


Delete  the  entire  aubparagraph  and  relocate  the  information  to  paragraph 
266. 

Rationale : 


Paragraph  298  deala  with  the  mechanica  involved  in  filing  an  IPR  flight 
plan  while  paragraph  298. e.  containa  information  concerning  ATC  clear¬ 
ances  /instruct iona  involving  VFR  restrictions.  Therefore,  we  believe 
that  the  information  should  be  relocated  in  the  section  of  the  AIM  that 
deals  specifically  with  ATC  clearances  (i.e.,  Section  4,  paragraph 
266). 


Paragraph  341 
POSITION  REPORTING 


In  paragraphs  341 . c.  ( 1 ) ,  (2 ) ;  d.(l)(d),  change  "VFR  CONDITIONS  ON  TOP"  to 
"VFR  ON  TOP /VFR  CONDITIONS." 


Paragraph  342 
ADDITIONAL  REPORTS 


In  paragraph  342 .a . ( 1 ) (b) ,  change  "VPR  CONDITIONS  OH  TOP"  to  "VFR  ON 
TOP /VFR  CONDITIONS." 


Paragraph  346 

OPERATION  IN  RESTRICTED  AIRSPAOE 


In  paragraph  346. a.,  change  "VPS  CONDITIONS  OH  TOP"  to  "VFR  ON  TOP /VFR 
CONDITIONS." 
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FAA  RATEBOOK  7110.63B 

Paragraph  58 


OLD 

58.  VFR  CONDITIONS-ON-TOP 

U»e  a  rout*  not  meeting  service 
volume  limitations  only  if  an 
aircraft  requests  to  operate  in 
VTR  conditions-on-top  on  this 
route. 

58.  Note.  -  Aircraft  equipped 
with  TACAN-only  are  expected  to: 

a.  Define  route  of  flight 
between  TACAN  or  VORTAC  NAVAIDs  in 
the  same  manner  as  VOR  equipped 
aircraft . 

b.  Except  in  positive  control 
areas,  submit  requests  for  flight 
in  VFR  conditions-on-top  where 
insufficient  TACAN  or  VORTAC  NAVAIDs 
exist  to  define  the  route. 


NEW 

58.  VFR  ON  TOP /VFR  CONDITIONS 

Use  a  route  not  meeting  service 
volume  limitations  only  if  an 
aircraft  requests  and  is  cleared 
to  maintain  VFR  ON  TOP /VFR 
CONDITIONS,  on  the  route. 

58.  Note.  -  Aircraft  equipped 
with  TACAN  only  are  expected  to: 

a.  Define  route  of  flight 
between  TACAN  or  VORTAC  NAVAIDs 

in  the  same  manner  as  VOR  equipped 
aircraft. 

b.  Except  in  positive  control 
areas,  submit  requests  to  operate 
"VFR  ON  TOP "/VFR  CONDITIONS"  where 
insufficient  TACAN  or  VORTAC  NAVAIDs 
exist  to  define  the  route. 


Paragraph  182 


OLD 

182.  POSITIVE  CONTROL  AREA 
RESTRICTIONS 

Do  not  apply  visual  separation  or 
issue  VFR  or  VFR  conditions-on-top 
clearances  in  positive  control 

areas. 


NEW 

182.  POSITIVE  CONTROL  AREA 
RESTRICTIONS 

Do  not  apply  visual  separation  or 
authorise  VFR  ON  TOP /VFR 
CONDITION  operations  in  positive 
control  areas  (PCA). 


Paragraph  620 


OLD 

420.  CLEARANCE 


b .  .... 

420. b. (2)  Example. 
420. b. (2)  Note  1. 


NEW 


No  change 

No  change 

No  change 
No  change 
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420. b. (2)  Not*.  2  -  If  the  altitude 
assignment  it  VFR-ON-TOP,  it  ie 
conceivable  that  the  pilot  say  elect 
to  main  high  until  arrival  over  the 
final  approach  fix  which  aay  require 
the  pilot  to  circle  to  deaecDd  ao  aa 
to  cross  the  final  approach  fix  at 
an  altitude  that  would  permit 
landing . 


420. b. (2)  Note.  2  -  If  the  altitude 
assignaent  is  V7R  ON  T0P/V7R 
CONDITIONS,  it  is  conceivable  that 
the  pilot  say  elect  to  reaain  high 
until  arrival  over  the  final 
approach  fix  which  say  require  the 
pilot  to  circle  to  descend  so  as 
to  eross  the  final  approach  fix  at 
an  altitude  that  would  permit 
landing. 


Paragraph  491  and  492 


491.  VTR  CONDITIONS 

a.  You  aay  clear  aircraft 
to  maintain  VFR  conditions  if  one 
of  the  following  conditions  exists: 

(1)  The  pilot  has  requested 
the  clearance. 

(2)  TERMINAL:  The  clearance 
will  result  in  noise  abatement 
benefits  where  part  of  the  IF? 
departure  route  does  not  conform  to 
an  FAA-approved  noise  abatement 
route  or  altitude. 

(3)  TERMINAL:  The  pilot  has 
requested  a  practice  instrument 
approach  and  is  not  on  an  IFR  flight 
plan. 

Phraseology : 

MAINTAIN  VTR  UNTIL  (time  or  fix). 
CLIMB /DESCEND  VFR: 

BETWEEN  (altitude)  AND  (altitude), 
or, 

ABOVE/BELOW  (altitude). 

491a(3)  Beference.  -  Practice 
Approaches,  433. 

b.  Issue  an  alternative 
clearance  when  there  is  reason  to 
believe  that  flight  in  VTR  condi¬ 
tions  aay  become  impracticable. 


491.  VFR  ON  TOP /VFR  CONDITIONS 

a.  You  may  clear  an  aircraft, 
operating  in  VFR  weather  conditions 
on  top  of  a  cloud,  haze,  smoke  or 
other  meteorological  formation,  to 
maintain  "VFR  ON  TOP",  if  the  pilot 
requests  the  clearance. 

Phraseology: 

MAINTAIN  VFR  ON  TOP 

b.  You  may  clear  an  aircraft  to 
climb  through  clouds,  smoke,  haze  or 
other  meteorological  formations  and 
then  to  maintain  "VFR  ON  TOP"  if  the 
following  conditions  are  met: 

(1)  The  pilots  requests  the 
clearance. 

(2)  You  inform  the  pilot  of  the 
reported  height  of  the  tops  of  the 
meteorological  formation,  or; 

(3)  You  inform  the  pilot  that 
no  top  report  is  available. 

(4)  When  necessary,  you  insure 
separation  from  all  other  traffic 
for  which  you  have  separation 
responsibility  by  issuing  an  alter¬ 
native  clearance. 

(5)  When  an  aircraft  is  climb¬ 
ing  to  and  reports  reaching  VFR  ON 
TOP  reclear  the  aircraft  to  maintain 
VFR  ON  TCP. 
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Phraseology : 

IF  NOT  POSSIBLE  (alternative 
procedure)  AND  ADVISE. 

492.  VFR  ON  TOP 

a.  You  nay  clear  an  aircraft 
to  maintain  VFR  cond it ionj-on-top 
of  a  cloud,  hate,  enoke,  or  other 
aeteorological  formation  if  the 
following  conditions  are  set: 

(1)  The  pilot  requests  the 
clearance . 

492a(l)  Note.  -  Requests  which 
include  a  filed  flight  plan 
altitude  of  OTP  indicate  that  the 
flight  intends  to  operate  only  at 
altitudes  in  airspace  where  OTP 
is  permitted. 

492a(l)  Reference.  -  Positive 
Ccr.trol  Area  Restrictions,  182. 

(2)  You  inform  the  pilot  of 
the  reported  height  of  the  tops  of 
the  aeteorological  formation. 

Phraseology: 

MAINTAIN  VFR  ON  TOP,  TOPS 
REPORTED  (altitude). 

(3)  You  inform  the  pilot 
accordingly  if  no  top  report  is 
available. 

Phraseology : 

MAINTAIN  VFR  ON  TOP.  NO  TOPS 
REPORTED. 

(4)  If  the  aircraft's 
route,  track,  or  altitude  say  cause 
it  to  enter  an  active  Prohibited/ 
Restricted/Warning  Area,  MOA,  or 
ATCAA,  you: 

492a(4)  Reference.  -  Special  Use 
and  ATC  Assigned  Airspace,  Chapter 


Phraseology: 

CLIMB  TO  AND  REPORT  REACHING  VFR 
ON  TOP 

and,  if  required 

TOPS  REPORTED  (altitude) 

or, 

NO  TOPS  REPORTS 

IF  NOT  ON  TOP  AT  (altitude)  MAINTAIN 
(altitude)  and  ADVISE. 

MAINTAIN  VFR  ON  TOP 

c.  Do  not  clear  an  aircraft 

to  maintain  VFR  ON  TOP /VFR  CONDITIONS 
BETWEEN  sunset  and  sunrise  to  separate 
holding  aircraft  from  each  other  or 
from  en  route  aircraft,  unless 
restrictions  are  applied  to  insure 
the  appropriate  IFR  vertical 
separation. 

Phraseology: 

MAINTAIN  VFR  ON  TOP /VFR  CONDITIONS  AT 
OR  ABOVE /BELOW/ BETWEEN  (altitudes). 

491c  Examples.  -  "MAINTAIN  VFR  ON  TOP 
at  or  above  one  three  thousand  five 
hundred." 

"Maintain  VFR  conditions  at  or  below 
one  two  thousand  five  hundred." 

"Maintain  VFR  conditions  between  six 
thousand  and  one  zero  thousand." 

d.  You  may  clear  an  aircraft 
operating  in  VFR  conditions,  to 
elinb/descend  in,  or  to  maintain 
VFR  conditions  when  the  conditions 
in  491a  and  b  do  not  apply  and  one 
of  the  following  conditions  exist; 

(1)  The  pilot  requests  the 
clearance . 

(2)  TERMINAL:  The  clearance 
will  result  in  noise  abatement 
benefits  where  part  of  the  IFR 
departure  route  does  not  conform 
with  an  FAA  approved  noise  abate¬ 
ment  route  or  altitude. 


12 


OLD 

(a)  Inform  the  pilot  to 
eonduet  flight  in  VFR  condition* 
on  top,  *t  l*i*t  500  feet  (FL  290 
and  above  -  1,000  feet)  ebove  the 
upper  limit  or  belov  the  lover 
limit  of  the  eirspace  (eubjcet  to 
493);  or 

Phraseology: 

MAINTAIN  VFR  CONDITIONS-ON-TOP  AT 
LEAST  500  FEET  (FL  290  end  ebove  - 
1,000  FEET)  ABOVE/BELOW  (upper 
limit/lover  limit  of  einpece) 
ACROSS  (nese  or  number  of  airspace) 
BETWEEN  (fix)  end  (fix); 

end,  if  the  eirapece  i s  en 
ATCAA,  (Name  of  ATCAA )  IS  ATC 
ASSIGNED  AIRSPACE. 

(b)  Cleer  the  eircreft  vie 
routing  which  provides  epproved 
separation  from  the  airspace. 

(c)  Exception.  Some 
Prohibited/Restricted  Areas  ere 
established  for  security  reasons 
or  to  contain  hazardous  activities 
not  involving  aircraft  operations. 
The  addition  of  500  (or  1,000) 
feet  to  the  upper/lover  limit  of 
these  Prohibited/Restrieted  Areas 
is  not  required,  if  the  areas  have 
been  identified  by  facility 
management. 

492a(4)(c)  Reference.  -  Handbook 
7210.3-2U. 

b.  When  tops  are  not 
reported,  take  the  following 
action: 

(1)  Issue  an  alternative 
clearance. 

Phraseology : 

IF  HOT  ON  TOP  AT  (altitude), 
MAINTAIN  (altitude)  AND  ADVISE. 
REPORT  REACHINC  VFR  ON  TOP. 


NEW 

(3)  TERMINAL:  The  pilot  has 
requested  a  practice  instrument 
approach  and  is  not  en  an  IFR 
flight  plan. 

Phraseology: 

MAINTAIN  VFR  CONDITIONS 
MAINTAIN  VFR  CONDITIONS  UNTIL 
(time  or  fix). 

MAINTAIN  VFR  CONDITIONS  ABOVE /BELOW 
(altitude),  CLIMB/DESCEND  VFR; 
and,  if  required, 

BETWEEN  (altitude)  AND  (altitude) 
or, 

ABOVE/BELOW  (altitude). 

491d(3)  Reference.  -  Practice 
Approaches,  435 

e.  When,  in  your  judgment, 
their  is  reason  to  believe  that 
flight  in  VFR  conditions  may 
become  impractical,  issue  an 
alternative  clearance  vhich  will 
insure  separation  from  all  other 
aircraft  for  vhich  you  have 
separation  responsibil ity. 

Phraseology : 

IF  UNABLE  (alternative  procedure) 

AND  ADVISE. 

f.  If  the  aircraft's  route, 
track,  or  altitude  may  cause  it  to 
enter  en  active  Prohibited/Restricted/ 
Warning  Area,  M0A,  or  ATCAA; 

49 1 f  Reference.  -  Special  Use  and 
ATC  Assigned  Airspace,  Chapter  7, 
Section  2. 

(1)  Inform  the  pilot  to  conduct 
flight  VFR  ON  TOP /VFR  CONDITIONS  at 
least  500  feet  (FL  290  and  above  - 
1,000  feet)  above  the  upper  limit  or 
belov  the  lover  limit  of  the  airspace 
( subject  to  492  ) ;  or 


Phraseology: 


(2)  Vb«n  the  pilot  report* 
reaching  VTR  condition*  on  top, 
cancel  the  alternative  clearance 
by  reclearing  Che  aircraft  to 
naintain  VTR  condition •  on  top. 

Phraseology: 

MAINTAIN  VFR  ON  TOP. 

c.  Do  not  claar  an  aircraft 
to  maintain  VTR  condition*  on  top 
vhen  a  pilot  report  indicates 
weather  condition*  are  not  suitable 
or  between  sunset  and  sunrise  to 
separate  holding  aircraft  from  each 
other. 


MAINTAIN  VTR  ON  TOP/VFR  AT  LEAST  500 
FEET  (FL  290  and  above  -  1,000  feet) 
AAOVE/SELOW  (upper  limit/lower  limit 
of  airspace)  ACROSS  (name  or  number 
of  airspaee  BETWEEN  (fix)  and  (fix); 

and,  if  the  airspaee  is  an  ATCAA, 
(Name  of  ATCAA)  IS  ATC  ASSICNED 
AIRSPACE. 

(2)  Clear  the  aircraft  via 
routing  which  provide*  approved 
separation  from  the  airspace. 

(3)  Exception.  Some 
Prohibited/Restricted  Areas  are 
established  for  security  reasons 
or  to  contain  hatardous  activities 
not  involving  aircraft  operations. 
The  addition  of  500  (or  1,000)  feet 
to  the  upper/lover  limit  of  these 
Prohibited/Restricted  Areas  is  not 
required,  if  the  areas  have  been 
identified  by  facility  management. 

491f(3)  Reference.  -  Handbook 
7210.3-214 


Rationale: 

1.  The  rationale  for  the  changes  to  old  paragraph  491a  and  b  is  contained  in 
paragraph  II  of  this  proposal. 


2.  The  requirement  in  the  old  492c  that  prohibits  controllers  from  is  issuing 
VFR  restrictions  vhen  a  pilot  report  indicate*  chat  weather  conditions 
are  not  suitable,  was  deleted.  The  determination  that  weather  considera¬ 
tions  are  suitable  for  VTR  ON  TOP/VFR  CONDITIONS  operations  is  solely  the 
responsibility  of  the  requesting  pilot  and  it  is  hi*  decision.  Refusal 
to  iasue  the  clearance  based  on  a  report  from  another  pilot  would  be 
tantamount  to  questionning  the  judgment  of  the  requesting  pilot.  Further¬ 
more,  one  pilot  may  be  operating  legally  in  VFR  conditions  while  another 
pilot  a  few  miles  away  might  correctly  evaluate  the  weather  conditions  at 
being  unsuitable.  However,  conflicting  reports  of  this  kind  could  cause 
a  controller  to  issue  an  alternative  clearance  as  indicsted  in  the  new 
paragraph  491 e. 


Paragraph  493 


OLD 

493.  ALTITUDE  FOR  DIRECTION  OF 
FLICHT 

Inform  an  aircraft  of  Ch«  correct 
altitude  for  diraction  of  flight 
when  a  report  from  an  aircraft 
■aintaining  VFR  conditions-on-top 
indicate*  it  ic  not  complying  with 
FAR  91. 

493.  Note.  -  As  required  by  FAR  91, 
the  appropriate  VFR  altitudes  for 
direction  of  flight  are  as  follows: 

Flights  on  Magnetic  Courses  0  -  179 

3,000  feet  above  the  surface  to  but 
not  including  FL  290:  "odd"  cardinal 
altitudes  plus  500  feet.  Examples: 
3,500,5,500,  FL  255,  FL  275. 

FL  290  and  above  4,000  foot  inter¬ 
vals  beginning  with  FL  300. 

Ixaaplfs:  FL  300,  FL  34C. 

Flight*  on  Magnetic  Courses  180  - 

359 

3,000  feet  above  the  surface  up  to 
but  not  including  FL  290:  "even" 
cardinal  altitudes  plus  500  feet. 
Examples:  4,500,  6,500,  FL  265, 

FL  283. 

FL  290  and  above:  4,000  foot 
intervals  beginning  with  FL  320. 
Exaaples:  FL  320,  FL  360. 

Phraseology : 

VFR  ON  TOP  CRUISING  LEVELS  FOR 
TOUR  DIRECTION  OF  FLIGHT  ARE: 

Froo  3,000  feet  above  the 
surface  to  but  not  including 
FL  290 

ODD /EVEN  ALTITUDES /FLICHT  LEVELS 
PLUS  FIVE  HUNDRED  FEET. 

At  or  above  FL  290 
POUR  THOUSAND  FOOT  INTERVALS 
BEGINNING  AT  FLIGHT  LEVEL  THREE 
ZERO  ZERO/THREE  TWO  ZERO. 


NEW 

492.  ALTITUDE  FOR  DIRECTION  OF 
FLICHT 

Xnfora  an  aircraft,  maintaining  VFR 
ON  TOP  or  VFR  CONDITIONS  when  a 
raport  indicates  the  pilot  is  not 
complying  with  FAR  91.109. 


492.  Note.  -  As  required  by  FAR 
91.109,  the  appropriate  VFR 
altitudes  for  aircraft  (not  in  a 
holding  pattern  of  2  minutes  or  less, 
or  turning)  operating  more  than  3,000 
feet  above  the  surface  to  and  includ¬ 
ing  FL  290; 

Magn  etic  courses  0  -  179  -  Odd 

cardinal  altitudes  plus  500  feet 
(a.g.,  3,500,  5,500,  FL  195,  275). 

Magnetic  courses  180  -  359 

Even  cardinal  altitudes  plus  500 
feet  (e.g.,  4,500,  8,500,  FL  205, 
285). 

Above  FL  290; 

Magnetic  courses  0  -  179  -  4,000 

foot  intervals  beginning  with  FL  300 
(a.g.,  FL  300,  340,  380). 

Magnetic  courses  160  -  359 

4,000  foot  intervals  beginning  with 
FL  320  (e.g.,  320,  360,  400). 


Phraseology : 

VFR  ON  TOP /VFR  CONDITIONS  CRUISING 
LEVELS  FOR  YOUR  DIRECTION  OF  FLICHT 
ARE: 

More  than  3,000  feet  above  the 
surface  to  FL  290 
ODD/EVEN  ALTITUDES /FLIGHT  LEVELS 
PLUS  FIVE  HUNDRED  FEET, 
above  FL  290 

FOUR  THOUSAND  FOOT  INTERVALS  BEGIN¬ 
NING  AT  FLIGHT  LEVEL  THREE  ZERO 
ZERO /THREE  TWO  ZERO. 


A23 
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Rationale: 

The  altitude  etretif ication  in  the  note  to  the  old  paragraph  493  is  incorrectly 
stated  as;  "3000  feet  above  the  surface  to  but  not  including  FI  290."  FAR  91.109 
indicates  that  the  correct  altitude  breakdown  should  be:  "more  than  3,000  feet  above 
the  aurfaea.  .  •  to  flight  level  290  ( inclusive) .**  Additionally,  the  note  was 
editorially  revised  in  an  attenpt  to  aake  it  clearer. 


494-599.  RESERVED 


493-599  RESERVED 


Paragraph  630 


630.  VFR  CONDITIONS 


630.  VFR  CONDITIONS 


a.  Provided  the  aircraft 
is  within  your  area  of  responsibi¬ 
lity  or  prior  coordination  has 
been  effected  with  the  facility  in 
whose  area  an  aircraft  is  operating 
and  an  operational  benefit  will  be 
gained,  assign  aircraft  operating 
with  a  clearance  specifying  VFR 
conditions-on-top ,  or  VFR  aircraft 
receiving  radar  advisories,  an 
appropriate  Function  Code  or 
computer  assigned  code  for  the  code 
environment  in  which  you  are 
providing  service. 


a.  Provided  the  aircraft  is 
within  your  area  of  responsibility 
or  prior  coordination  has  been 
effected  with  the  facility/seetor 
in  whose  area  an  aircraft  is  operating 
and  an  operational  benefit  will  be 
gained,  assign  aircraft  operating 
with  a  clearance  specifying  VFR  ON 
TOP/VFR  CONDITIONS,  or  VFR  aircraft 
receiving  radar  advisories,  an 
appropriate  Function  Code  or  computer 
assigned  code  for  the  code  environment 
in  which  you  are  providing  service. 


794.  ARRIVAL  INSTRUCTIONS 


No  change, 


Paragraph  794 


a . 


No  change. 


Mo  change. 


No  change. 


794c(2)  Examples  1  and  2 


No  change. 


794c C 2 )  Note.  1 


No  change 


794c ( 2 )  Note.  2  -  If  the  altitude  794c C 2 )  Note.  2  -  If  the  altitude 

assignment  is  VFR  ON  TOP,  it  is  assignment  is  VFR  ON  TOP/VFR 

conceivable  that  the  pilot  may  elect  CONDITIONS,  it  is  conceivable  that 

to  remain  high  until  arrival  over  the  pilot  may  elect  to  remain  high 
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Che  find  approach  fix  which  say 
require  the  pilot  Co  circle  Co 
descend  a o  as  Co  cross  Che  final 
approach  fix  ac  an  alcicude  that 
would  permit  landing. 


d . 


until  arrival  over  the  final 
approach  fix  which  way  require  Che 
pilot  Co  circle  Co  descend  so  as 
to  croas  Che  final  approach  fix 
at  an  altitude  chat  would  permit 
landing. 

No  change. 


1461a  and  b  Reference  - 
Separation  from  Special  Use  end 
ATC  Assigned  Airspace,  224  and  285; 
VFR  OK  TOP,  492;  Adjacent  Airspace, 
750. 


1461a  and  b  Reference  - 
Separation  from  Special  Use  and 
ATC  Assigned  Airspace,  224  and 
285;  VFR  ON  TOP /VFR  CONDITIONS, 
491;  Adjacent  Airspace  750. 


Paraeraph  1713 


1713.  VISUAL  SEPARATION  AND  VFR 


1713.  VISUAL  SEPARATION  AND  VFR 


An  aircraft  may  be  cleared  to 
maintain  "1,000  feet  on  top" 

(in  lieu  of  VFR  CONDITIONS-ON- 
TO?)  or  may  be  issued  VFR  separa¬ 
tion  when  requested  by  the  pilot 
except : 


An  aircraft  may  be  cleared  to 
maintain  "1,000  feet  on  top"  (in 
lieu  of  VFR  ON  TOP/VFR  CONDITIONS) 
or  may  be  issued  VFR  separation 
when  requested  by  the  pilot  except: 


1713.  Reference.  -  VFR  CONDITIONS,  1713.  Reference.  -  VFR  ON  TOP/VFR 
491.  VFR  ON  TOP,  492.  CONDITIONS,  491. 


a.  through  c. 


No  change. 
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FAA  HANDBOOK  7210. 3E 


622.  HICH  ALTITUDE  INSPECTIONS 

a.  High  altitude  flight 
inapcetion  operationi  are  generally 
conducted  on  1FR  flight  plana;  VFR 
eonditiona  on  top  will  not  be 
requested  except  when  weather 
eonditiona  are  ideal  and  exceaaivc 
delays  would  reault  from  operating 
at  an  aaaigned  flight  level. 


622.  HICH  ALTITUDE  INSPECTIONS 

a.  High  altitude  flight 
inapection  operationa  are  generally 
conducted  on  IFR  flight  plana;  VFR 
ON  TOP /VFR  CONDITIONS  will  not  be 
requeated  except  when  weather 
eonditiona  are  ideal  and  exceaaive 
delaya  would  reault  from  operating  at 
an  aaaigned  flight  level. 


IV.  IN  REPLY  REFER  TO:  AAT-330-80-11 .  If  you  have  any  queationa  or  viah  to 
diecurr  thia  proprosal,  pleaae  contact  the  En  Route  Operationa  and  Procedures 
Branch,  Ed  Forsythe,  AA7-330.8,  FTS/426-8630.  Comaenta  received  on  or  before 
December  31  will  be  thoroughly  considered  prior  to  final  action  regarding  the 
change. 


BAYSIL  B.  WARD 


HELICOPTER  ASSOCIATION  O&tMeav 


1156  15th  St.,  N.W.,  Suite  610,  Washington,  D.  C.  20005  (202)  466-2420  Telax  69615 


November  17,  I960 


Memorandum  No.  4 


TO:  HAA  HELICOPTER  ATC  STUDY  WORKING  GROUP 

FROM:  Glen  A.  Gilbert 

HAA  Program  Manager 

1.  Enclosed  herewith  are  excerpt*  from  FAA  Roport  No.  FAA- 
RD-80-88,  II,  dated  November  1980.  (ATC  Training  Manual). 

2.  Pilot  member*  of  the  Working  Group  are  asked  particularly 
to  consider  the  material  dealing  with  HSVFR  in  their  review  of 
7110.  65  B. 


iGAG:md 

'Enel. 


I.Ci 


•r. 


Terminal  Procedures 

The  design  of  helleopeer  ITS  arrival  and  departure  procedures  is  governed 
by  the  obstruction  criteria  in  TDtPS  (Terminal  Instrument  Proeedurea).  Some 
changes  in  these  criteria  are  expected  during  the  next  year,. in  order  to  take 
advantage  of  the  unique  flight  characteristics  of  the  helicopter. 

HSVTR 

One  procedure  for  expediting  helicopter  traffic  in  IMC  (Instrument 
Meteorological  Conditions)  is  the  use  of  HSVTR  (Helicopter  Special  VTR)  procedures 
which  are  covered  in  Section  14,  Paragraphs  1140-1141  of  Air  Traffic  Control 
Handbook  7110. 65B. 

Some  towers  have  refused  to  permit  HSVTR  procedures.  It  is  possible  that 
the  wording  of  Paragraph  1141  has  led  some  facility  chiefs  to  believe  that  a 
Letter  of  Agreement  is  required  before  any  H5VFK  operations  can  be  approved. 

Such  was  not  the  Intent  of  the  wording. 

It  is  also  possible  that  the  sheer  complexity  of  the  HSVTR  rules,  with  their 
many  qualifying  restrictions,  has  discouraged  many  controllers  from  memorizing 
them.  Without  familiarity,  controllers  hesitate  to  apply  these  rules. 


It  appears  possible' that  a  more  simplified  presentation,  to  supplement 
the  existing  material  in  7110. 65B.  would  at  least  make  the  applicable  rule 
•asier  to  find  and  remember.  To  this  and,  a  matrix  has  been  prepared  which 
shows  the  applicable  reference  for  each  of  the  various  arrival/departure 
combinations  involving  HSVTR  operation.  This  matrix  is  shown  in  Table  4-1. 
Example  A  in  this  table  shows  that  the  required  separation  for  the  combination 
of  an  HSVTR  helicopter  arrival  and  an  IFR  fixed-wing  arrival  which  la  making 
a  straight-in  approach  and  is  more  than  1  NM  from  the  runway,  is  covered  by 
Paragraph  1141  b  (1). 


I FR  FIXED-WING  HSVFR 

HELICOPTER 


XA1LX  4-1 
APPLICABLE  PARAGRAPH  REFERENCES 
IN  ATC  HANDBOOK  7110.6SB 
COVERING  SEPARATION  MINIMA  FOR 
HSVFR  HELICOPTER  OPERATIONS 
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AIRCRAFT 


COMBINATIONS 


HSVFR  HELICOPTER 


DEPARTURE 


ARRIVAL 


DEPARTURE 


ARRIVAL 
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<1/2  NM 

BEYOND 

RUNWAY 


>1/2  NM 

BEYOND 

RUNWAY 


<1  NM 

FROM 

RUNWAY 


>1  NM 

FROM 

RUNWAY 


1141b 


1141b 


1 1 41  e 


1 1 41  e 


1141  f 


1141  f 


1141b 


1141a 


1 1 41  d  (1) 


1 141 d  (2) 


1141b  (1) 


1141b  (2) 


CIRCLING  OR 
MISSED  APPROACH 


NOT 

AUTHORIZED 


1141c 


From  Table  4-1,  a  second  table  (4-2)  has  been  prepared,  vhich  lift* 
the  actual  separation  standard  for  aaeh  aircraft  combination.  Thus  the  HSVFI 
criteria  can  ba  avomarised  la  a  chart  email  eaough  to  ba  posted  at  the  local 
control  positloa  la  the  coatrol  cover. 

The  chief  difference  batvaaa  helicopter  operational  charac tar ia ties  in 
1FR  and  HSVFR  is  Chat,  ia  low  risibility  conditions,  ths  HSVFR  pilot  vill  ba 
able  to  fly  at  mueh  lover  airspeeds  (if  necessary),  chan  he  vould  normally 
care  to  fly  if  be  ware  actually  on  instruments.  Boverer,  la  order  to  stay 
out  of  the  lov-speed  Avoid  area,  ha  normally  vill  not  vent  to  fly  alover 
than  40  knots  through  the  critical  altitudes  of  the  Height/Veloeity  Diagram 
(see  Figure  2-3  of  Section  2). 

The  safety  of  simultaneous  HSVFR  arrivals  with  fixed-ving  IFR  arrivals, 
on  laterally  converging  courses,  ultimately  depends  on  positive  controller/ 
pilot  communications,  plus  the  assurance  that  ATC  can  control  the  path  or 
progress  of  the  helicopter  as  necessary  to  maintain  the  necessary  separation 
from  the  other  aircraft. 

This  assurance  is  enhanced  if  the  controller  can  observe  the  progress  of 
the  helicopter  on  a  radar  display.  If  this  is  not  possible,  assurance  could 
be  enhanced  if  the  helicopter  pilot  vara  navigating  visually  on  a  standard 
VTR  helicopter  route  vhich  is  knovn  to  both  pilot  and  controller,  is  clear 
of  fixed-ving  traffic  paths,  and  Includes  one  or  more  dletlnctlve  visual 
landmarks  vhich  can  be  used  aa  standard  reporting  points  and  visual  holding 
points. 

Techniques  for  delaying  the  helicopter  to  provide  separation  from  other 
traffic  include  speed  reduction,  holding  patterns,  340*  turns,  and  path¬ 
stretching  (radar  vectoring).  At  lov  helicopter  airspeeds,  bolding  patterns 
and  360*  turns  require  only  a  small  amount  of  airspace.  Ths  helicopter  should 
not  be  asked  to  hover  for  deley  purposes.  Hovering  requires  high  power  with 
relatively  high  fuel  consumption. 


tuii  4-2 

SUMMARY  OF  SEPARATION  MINIMA 
IN  NAUTICAL  MILES 
FOR  VARIOUS  AIRCRAFT  COMBINATIONS 
INVOLVING  HSVFR  HELICOPTERS 
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I  COMBINATIONS 

HSVFR  HELICOPTER 

DEPARTURE 

ARRIVAL 

HSVFR 

HELICOPTER 

DEPARTURE 

1 

*200  ft. 

1 

ARRIVAL 

1 

1 

IFR  FIXED-WING 

DEPARTURE 

<1/2  NM 
BEYOND 

RUNWAY 

*  1/2 

1/2 

>1/2  NM 
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RUNWAY 

•  1/2 

2 

STRAIGHT-IN 

APPROACH 

<1  NH 
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1/2 

>1  NM 
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RUNWAY 

*1 

1-1/2 

CIRCLING  OR 

MISSED  APPROACH 

NOT 

AUTHORIZED 

2 

*  DIVERGING  COURSES  ONLY 
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IFR  Arrivals 


Sequential  Approaches  on  Common  Path  to  Airport.  Tha  Integration  of  hell- 
copter  and  fixed-wing  arrival*  In  the  ease  approach  path  preaenta  problems 
becauae  of  the  difference  In  the  approach  epeeda  of  the  two  type*  of  air¬ 
craft.  Thia  normally  reaulta  in  a  very  long  gap  in  the  approach  aequence 
whenever  a  helicopter  follow*  a  flnad-vlng  aircraft  down  the  final  approach 
path.  Although  thia  gap  can  aomatlaea  be  uaed  to  advantage  in  clearing 
extra  departure* ,  it  generally  reaulta  in  loat  runway  capacity,  and  delaya 
to  aucceedlng  aircraft. 

The  gap  can  be  ahortened  either  by  having  the  helicopter  fly  the 
final  approach  at  a  apeed  conaiderably  higher  than  lta  normal  approach 
apeed,  or  by  making  a  short  turn-on  to  keep  the  common  path  aa  short  as 
possible.  A  research  program  has  been  planned  to  determine  the  practical 
parameters  for  short  helicopter  approach  paths,  using  various  types  of 
approach  aids. 

Sequential  Approaches  on  Different  Paths  to  Airport.  When  an  airport  has 
approved  approach  procedures  from  different  directions,  it  sometimes  Is 
practical  to  use  one  approach  for  fixed-wing  aircraft  and  another  for  heli¬ 
copters,  as  shown  In  Tigure  4-1.  Normally  the  convergence  angle  between  the 
two  approach  courses  should  not  exceed  90w.  In  this  case  a  close-in  holding 
fix  is  established  for  helicopters,  which  are  cleared  off  this  fix  on  short 
notice,  to  use  time-slots  between  fixed-wing  arrivals  on  the  other  approach 
path. 
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.  SEQUENTIAL  APPROACHES  ON  DIFFERENT  PATHS  TO  AIRPORT 
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Simultaneous  Approaches  on  Different  Paths  to  Airport.  If  it  la  poaaibla 
to  lay  out  tha  halicoptar  approach  and  missed  approach  araaa  ao  that  they 
ara  completely  clear  of  fixed-wing  approach  and  aiaaad  approach  areas*  It 
should  be  possible  to  run  simultaneous  helicopter  and  fixed-wing  approaches. 
Ideally,  as  shown  in  Figure  4-2,  the  convergence  angle  between  tha  approach 
courses  should  not  exceed  45°.  This  will  enable  the  helicopter  to  make  a 
90°  turn  and  diverge  lsmedlately  from  the  fixed-wing  traffic,  if  a  missed 
approach  becomes  necessary.  Tha  MAP  (missed  approach  point)  is  placed  far 
enough  back  from  the  airport  that  the  helicopter  will  always  be  able  to 
complete  this  maneuver  without  encroaching  on  the  fixed-wing  airspace. 

Approaches  to  Heliport.  Normally,  helicopter  operators  would  prefer  to 
stay  out  of  congested  airports  and  use  separate  heliport  facilities.  With 
the  exception  that  helicopter  approaches  probably  could  be  shorter  and 
steeper  than  those  presently  required  for  flxed-vlng  aircraft,  with  shorter- 
radius  turns  and  greater  allowance  for  wind  drift,  there  need  be  little 
difference  from  present  procedures,  in  the  way  IFR  helicopter  arrivals  will 
be  vectored  and  sequenced  into  an  IFR  heliport. 

Missed  Approaches.  A  number  of  existing  helicopter  approach  procedures  have 

o 

missed  approach  paths  which  simply  make  a  180  climbing  turn  and  return  to 
the  Initial  bolding  fix.  This  Is  sdequate  If  there  is  very  little  helicopter 
IFR  traffic,  but  would  tend  to  reduce  capacity  and  increase  delays  in  busy 
periods, as  each  aircraft  blocks  the  entire  approach  path  and  the  lowest 
useable  altitude  et  the  holding  fix,  until  the  aircraft  reaches  a  point  where 
It  is  assured  of  landing,  or  the  pilot  can  cancel  his  IFR  clearance. 

Nearly  all  IFR  helicopters  are  equipped  with  some  form  of  area 
navigation  (RNAV) .  There  is  s  need  to  change  the  TERFS  criteria,  to  give 
credit  for  the  added  flexibility  and  accuracy  of  RNAV  equipment.  Such  credit 
is  particularly  needed  in  reducing  the  length  and  width  of  the  missed 
approach  area.  With  RNAV  the  pilot  knows  his  position  continuously,  and 
can  anticipate  the  exact  time  when  he  will  be  over  the  MAP.  Therefore  he 
can  start  his  missed  approach  procedure  the  moment  he  reachea  this  point. 


The  pilot  pas  three  other  advantages  by  being  in  e  helicopter  instead 
of  a  fixed-wing  aircraft:  (1)  he  can  arreet  his  descent  without  height 
loss.  Instantly  at  decision  height;  (2)  he  can  start  his  aissed  approach 
cllahout  without  changing  the  aircraft  configuration  and  without  needing  to 
wait  for  engine  spoolup;  (3)  he  can  start  a  turn  immediately.  All  these 
points  should  be  glvsn  consideration  in  changing  TOPS  criteria  for  the 
length  of  tha  aissed  approach  path  for  an  WtAT-equipped  helicopter. 

In  addition,  criteria  regarding  the  width  of  the  missed  approach 
area  for  such  aircraft  should  be  reconsidered  in  light  of  the  feet  that 
with  RNAV,  there  is  no  reason  why  navigational  guidance  along  the  aissed 
approach  path  should  be  any  less  accurate  than  guidance  down  the  final 
approach  path. 

Until  the  TERPS  criteria  are  changed,  however,  the  aissed  approach 
araa  will  remain  excessively  large  for  this  type  of  aircraft. 


IFR  Departures 

The  layout  of  standard  IFR  helicopter  departure  routes  usually 
involves  a  compromise  between  a  number  of  requirements,  some  of  which  may 
be  mutually  conflicting.  The  following  discussion  is  Intended  as  a  kind  of 
checklist  for  ATC  planners,  to  ensure  that  all  important  factors  are  given 
due  consideration  in  arriving  at  an  optinua  configuration. 

Few  helicopters  need  to  start  their  takeoff  from  a  runway.  If  the 
wind  velocity  is  over  5  knots,  the  liftoff  and  Initial  ellmbout  are  made 
into  the  wind.  However  the  helicopter  can  turn  in  any  direction  as  soon  as 
it  has  reached  an  airspeed  of  about  40  knots. 

From  the  standpoint  of  fuel  economy  the  ideal  departure  procedure 
for  any  flight  would  be  straight  out  on  course.  However,  from  the  stand¬ 
point  of  air  traffic  control  it  would  be  advantageous  to  keep  the  helicopter 
departure  path  as  clear  of  fixed-wing  paths  as  possible.  Where  this  is 
impractical,  any  possible  points  of  interference  should  be  within  ATC  visual 
or  radar  surveillance  coverage. 


Environmental  considerations  nay  make  it  dasirabla  to  keep  tha 
dapartura  path  away  fro*  noise-sensitive  areas , particularly  whan  alternate 
routes  are  available.  Froa  the  aafety  standpoint,  flight  paths  obviously 
Bust  have  adequate  clearance  fro*  obstructions. 

Departure  routes  should  be  navigable  by  the  pilot.  With  WAV,  * 
high  degree  of  flexibility  is  available,  so  departure  routes  need  not  be 
confined  to  ILS  localizer  courses  and  70R  redials,  provided  that  the  air¬ 
craft  will  always  be  within  VOR/DME  coverage. 

Because  departures  Bust  be  separated  fro*  arrivals,  it  nay  be 
possible  for  helicopter  departure  routes  to  coincide  with  helicopter 
Bissed  approach  paths,  in  order  to  conserve  airspace  in  highly  congested 
teminal  areas. 

fciroute  Control 

Over  tha  years,  the  ATC  systea  has  developed  into  an  exclusively 
ground-based  system,  with  all  control  decisions  being  Bade  by  controllers  in 
teminal  or  anroute  ATC  facilities.  The  provision  of  separation  between  fixed-wing 
aircraft  operating  under  1FR  has  been  designed  and  built  around  the  use  of 
surveillance  radars.  Navigation  and  approach  aids,  as  well  as  the  air/ground 
communication  systea,  are  based  on  the  use  of  the  VHP  and  UHF  bands,  which  have 
the  advantage  of  being  relatively  free  of  ataospherie  noise,  but  which  are 
subject  to  line-of-slght  cut-off  characteristics. 

The  helicopter  is  e  relatively  low-altitude  vehicle.  Its  specialized 
uses  will  take  it  below- and  beyond  radar  and  communications  coverage,  not  only 
in  offshore  airspace  but  in  domestic  airspace  as  well.  For  this  reason  the 
use  of  procedural  control  will  need  to  be  applied,  in  geographical  areas  that 
have  long  been  subject  only  to  the  use  of  radar  control  procedures;  local 
training  programs  should  rs  emphasize  familiarity  with  the  use  of  time  separation. 

The  characteristically  slow  speed  of  helicopters  increases  the  relative 
affect  of  the  wind  on  ground  speed  end  wind  drift,  as  any  given  wind  velocity 
represents  a  greater  percentage  of  the  airspeed  of  e  helicopter,  than  the 
airspeed  of  e  jet  transport. 


The  short  rings  sad  ths  high  flexibility  In  ths  cboica  of  landing 
sitss  has  lncrssssd  tbs  nssd  for  hsllcoptsra  to  bs  abls  to  fly  dirset  routaa 
bstvsan  sslsctsd  random  waypoints,  in  ordsr  to  opsrats  efficiently.  A  signi¬ 
ficant  paresntaga  of  thsss  routes  would  bs  off  ths  sstsblishsd  airways. 

Today's  ATC  systaa  is  not  wall  adapted  for  handling  random  routs 
traffic  between  off-airway  waypoints.  Ons  problem  has  bean  the  difficulty 
for  controllers  to  visualize  where  some  of  these  points  are  if  they  are  not 
shown  on  the  video  map.  However ,  it  would  not  be  desirebls  to  show  all  of 
these  points  on  the  video  map,  as  this  would  generate  s  very  confusing  problem 
on  the  radar  scope.  What  is  needed  is  a  method  of  calling  up  certain  random 
waypoints  for  display  on  ths  P7D  aad  A&TS  displays,  on  an  as-needed  basis. 

The  LOFT  display  described  in  Section  3  will  have  this  capability. 

These  routes  could  be  called  up  either  automatically  by  flight-plan 
Input,  or  manually  by  reference  to  let-long  or  VOR/DMZ  coordinates.  Imple¬ 
mentation  of  this  capability  would  enhance  the  capability  of  the  ATC  system 
to  control  off-airway  traffic;  and  in  doing  so  would  enhance  significantly  ths 
uaa  of  area  navigation  systems. 

The  capability  to  control  random-route  traffic  on  a  routine  basis  will 
determine  whether  the  full  potential  of  1TR  helicopter  operations  can  ever  be 
realized.  This  capability  is  also  applicable  to  normal  domestic  XFR  aircraft 
in  all  categories.  The  more  specific  limitation  is  the  human  factor  limit 
to  control  only  s  small  number  of  aircraft  on  conflicting  courses  at  a 
given  time. 
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November  25,  1980 

Memorandum  No.  5 

TO:  HAA  HELICOPTER  ATC  STUDY  WORKING  GROUP 

FROM:  Glen  A.  Gilbert 

HAA  Program  Manager 

1.  Enclosed  is  a  copy  of  some  notes  on  7110.  65B  prepared  by  ATC 
Study  Working  Group  member  Tirey  Vickers. 

2.  These  notes  supplement  the  material  on  HSVFR  (ref.  para.  1140) 
sent  with  my  Memorandum  No.  4. 

3.  This  material  should  be  useful  to  pilot  members  in  conducting 
their  first  cut  review  of  7110.  65B  due  December  15. 


NOTES  ON  FAA  MANUAL  7110.653 


TKV— 11-25-80 


Pag*  11*  Para.  42 »  Where  an  icing  level  exists  below  10, 000, 
changes  in  its  height  or  intensity  could  be  most  useful  to 
helicopter  pilots  if  included  in  hourly  reports,  when  avail¬ 
able,  (not  just  signets). 

Page  12-4,  Para.  55 *  Drawing  is  ambiguous.  Shouldn't  alti¬ 
tudes  in  table  55  be  in  height  above  antenna? 

Page  13,  Para,  59  b  (3)«  It  is  hoped  that  someday  we  can 
prove  that  holding  airspace  templates  for  helicopters  can  be 
smaller. 

Page  19.  Para.  87  bi  This  appears  to  apply  only  to  military » 
it  is  suggested  that  inclusion  of  the  word  COPTER  in  civil 
helicopter  ident  would  be  useful  to  controllers  and  to  pilots 
of  other  aircraft,  in  knowing  what  to  look  for,  in  mixed 
traffic. 

Page  21,  Para.  88 1  Ditto 

Page  42,  Para  237 »  In  offshore  helicopter  route  structure 
using  area  navigation  with  laterally  offset  parallel  routes, 
it  may  be  advantageous  to  put  opposite-direction  routes  at 
same  altitude,  and  opposite-direction  crossing  routes  at 
next  level. 


In  offshore  airspace,  suggest  using  500-foot  vertical 
separation  between  helicopter  altitude  levels,  with  all 
helicopters  using  radio  altimeter. 

Page  US,  Para.  273 •  Use  of  fixed  distance  separation 
between  all  aircraft  produces  excessive  time  interval  and 
very  low  route  capacity  with  low-speed  helicopters.  10  ]v,.; 
D.'.i  separation  appears  generous  under  such  conditions. 

Page  53,  Para.  294i  Book  needs  to  address  appropriate 
separation  for  aircraft  using  Loran  C  (and  someday  other 
ferns  of)  navigation. 

Page  81,  Para.  4?6i  Most  helicopters  do  not  need  a  runway 
for  takeoff  and  should  not  be  forced  to  line  up  with  fixed- 
wing  aircraft  on  taxiway  to  wait  for  turn  on  runway.  Where 
possible,  helicopters  should  be  expedited  by  departing  on  a 
heading  which  diverges  from  the  stream  of  fixed-wing  traffic. 

Page  113,  Para.  791 t  Maximum  final  approach  interception 
angles  don't  appear  applicable  to  slow-speed  helicopters  if 
approach  speeds  are  in  the  60-80  KT  range. 

Page  125,  Para  922 1  "Rock  your  wings"  doesn't  seer:  appro¬ 
priate  to  aircraft  without  wings.  "Rock  your  rotor"  might 
be  better.  "Show  a  landing  light"  might  be  better  yet  if 
helicopter  is  headed  in  direction  away  from  control  tower. 


Page  128,  Para.  962 1  If  airport  has  no  helipad,  but  STOL 
runway  is  available,  helicopters  should  be  allowed  to  use 
STCL  runway  without  letter  of  agreement  as  chance  of  over¬ 
shooting  is  zero.  In  any  event  there  is  no  reason  to  keep 
helicopters  in  same  traffic  stream  with  large  aircraft  using 
the  main  runway. 

Pace  151*  Para.  1140i  Entire  HSVFR  section  is  mixed  up  and 
difficult  to  read.  I  have  already  expressed  my  thoughts  on 
this  subject,  in  Report  FAA  RD  80-88  (copy  sent  to  hAA  ATC 
Study  Working  Group). 

Page  213,  Para  1710  at  Same  comment  as  Page  48,  Para.  273. 


1156  15th  $t.t  N.W.,  Suit*  610,  Washington,  D.  C.  20005  (202)  466-2420  Telex  89615 


November  26,  ^80 


Memorandum  No.  6 

TO:  HAA  HELICOPTER  ATC  STUDY  WORKING  GROUP 

FROM:  Glen  A,  Gilbert 

HAA  Program  Manager 

1.  Enclosed  are: 

a)  Notes  of  ATPAC  VFR  Operations  Subcommittee  (December 
3  -  7.  1979). 

b)  Comments  by  AOPA  (March  19,  1980)  subject:  "The 
TRSA/Stage  III  Mess". 

2.  Also  enclosed  is  a  letter  dated  November  11,  1980,  from  ATCA  re  a 
seminar  they  are  holding  on  December  9  and  10,  dealing  primarily 
•with  TCA's,  TRSA's  and  Stage  II  service. 

3.  If  any  members  of  the  ATC  Study  Working  Group  can  make  this  semi¬ 
nar,  please  send  in  the  registration  form  directly  to  ATCA.  At  this 
time,  I  expect  to  be  out  of  Washington  on  those  dates. 

4.  In  any  event,  I  have  advised  both  Gabe  Hartl  (ATCA  Executive  Dir¬ 
ector)  and  seminar  coordinator  Don  Francke  of  our  program,  and  plan 
to  get  together  with  them  at  an  early  date  after  the  seminar  to  coordi¬ 
nate  our  respective  efforts. 


Notes  of  ATPAC  VFR  Operations  Subcommittee 
December  3  through  7,  1979 

The  ATPAC  VFR  Operations  Subcommittee  net  in  Washington.  r.t 
FAA  headquarters  December  3  through  December  7.  As  assigned  by 
the  ATPAC  Chairman,  this  subcommittee  was  chaired  by  Bob  Warner 
of  AOPA.  An  attendance  list  for  the  meeting  is  attached  to 
these  minutes.  After  introductory  comments ,  the  subcommittee 
discussed  the  purpose  and  scope  of  the  meeting.  It  was  decided 
that  all  individuals  present,  whether  ATPAC  members  or  not,  would 
be  permitted  to  provide  input.  It  was  hoped  that  this  dialogue 
(to  include  the  FAA)  would  facilitate  the  accomplishment  of  the 
subcommittee's  goals. 

FAA  Administrator  Bond,  at  the  last  ATPAC  meeting  "tossed 
the  ball  back  into  the  ATPAC  court"  to  come  up  with  suggestions 
on  how  a  VFR  pilot  can  get  from  point  A  to  point  B  more  expedi¬ 
tiously,  and  in  a  safe  manner.  A  number  of  members  concurred, 
however,  that  the  scope  of  the  VFR  subcommittee  is  a  little 
larger  than  that  task  alone.  The  subcommittee  will  look  into 
other  problems  which  exist  in  confusion  between  pilots  and  con¬ 
trollers  and  confusion  in  the  minds  of  either  cf  these  groups 
concerning  VFR  operations  and  IFR  operations,  when  in  VMC . 

After  general  discussions  on  the  organization  of  this  meeting, 
it  was  decided  to  proceed  first  with  discussions  of  airspace 
problems.  An  area  of  unnecessary  procedural  redundancy  surfaced 
at  the  last  ATPAC  meeting  concerning  airport  traffic  areas  and 
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discontinued  distribution  of  the  "Green  Demon"  chart  to  ail  air¬ 
ports  last  summer  in  anticipation  of  the  FA A  distributing  their 
V.'ail  Planning  Chart,  (2)  FAA  made  a  onetime  distribution  o:  the 
V7R  and  IFR  Wall  Planning  Charts  with  a  suggestion  to  airport 
operators  to  subscribe  on  an  annual  basis,  and  (3)  the  onetime 
distribution  was  based  on  the  fact  that  all  VR  routes  above  1500 
feet  AGL  and  all  IR  routes  are  currently  published  on  the  low 
altitude  enroute  charts.  Current  plans  call  for  all  VR  and  IR  routes 
to  be  published  on  sectional  charts  beginning  in  the  spring.  It  was 
suggested  that  GADO  and  FSDO  evaluation  people  should  check  on  the 
presence  of  military  training  route  charts  at  both  FSSs  and  FBOs . 

The  discussion  turned  to  special  VFR  procedures .  Airline 
pilot  representatives  indicated  concern  that  as  IFR  aircraft, 
they  are  being  separated  from  Special  VFR  aircraft  piloted  by 
pilots  who  do  not  understand  the  procedure.  The  problems  as 
related  by  controller  representatives  included  (1)  a  concern  for 
how  safe  flight  is  beyond  5  miles  away  from  the  airport,  and  (2) 
that  oftentimes  VFR  pilots  cannot  be  relied  upon  to  follow  a 
specific  route  and/or  altitude.  This  necessitates  closing  the 
entire  control  zone  to  IFRs  while  the  Special  VFR  is  arriving  or 
departing . 

General  aviation  pilot  representati ves  pointed  out  the  impor¬ 
tance  of  this  procedure,  particularly  in  the  case  v;here  the  control 
zone  is  legally  below  VFR  minimums  due  to  a  localized  fog  bank  or 
ceiling  condition  that  necessitates  Special  VFR  use.  It  was  the 
committee's  impression  that  oftentimes  local  procedures  ftr  holding 


A45 


•A.*  -*  .  .  J* 


/•*//■  / 


,  .*  / 


,V  V 


ad  ’  service  to  VFR  aircraft.  Since  a  recent  change  to  the  9020 
corpu uer  program.  Center  computers  will  process  abbreviated  VFR 
fligl.t  plans,  automatically  producing  flight  progress  strips  at 
appropriate  sectors  and  adjacent  Centers.  Input  of  VFR  flight  plans 
are  made  at  the  Center  controller's  option.  If  a  VFR  flight  plan 
has  been  entered  properly,  the  flight  progress  strips  con  be  trans¬ 
mitted  to  automated  terminal  facilities  (ARTS  III  and  II)  similar  to 
IFR  flights.  Terminal  facilities  with  FDEP  can  also  initiate  this 
strip  printing  function.  All  automated  terminal  facilities  have 
FDEP  as  do  some  nonautomated  facilities.  There  are  individual  prob¬ 
lem  areas  with  the  printout  of  flight  progress  strips.  These 
usually  occur  between  Centers  and  terminal  facilities  and,  of  course, 
nonautomated  terminal  facilities  would  not  be  provided  with  the 
flight  progress  strips  in  any  event.  This  is  significant  since  many 
VFR  aircraft  desiring  these  services  would  be  flying  at  lower  alti¬ 
tudes  and,  therefore,  transiting  terminal  facility  airspace. 

The  question  was  aksed  as  to  whether  it  would  be  advantageous 
to  both  the  pilot  and  the  controller  to  have  these  strips  printed. 
Some  members  of  the  subcommittee  thought  yes,  from  an  administrative 
standpoint.  Other  members  thought  no,  that  it  would  actually  cause 
a  computer  overload,  slowing  the  computer  processing  and  necessitat¬ 
ing  the  computer  to  drop  lower  priority  functions.  It  was  the  sub¬ 
committee's  impression  that  the  system  could  not  handle  the  manda¬ 
tory  provision  of  VFR  enroute  advisories.  However,  it  was  believed 
that  the  system  (controllers)  could  handle  the  tagging  and  tracking 
of  VFR  enroute  aircraft  if  work  load  permitted  them  to  provide  the 
advisories.  The  advantages  of  having  strips  provided  for  VFR  air¬ 
craft  include  having  it  assigned  an  IFR  code  from  the  National 


Beacon  Code  Allocation  Program  and,  therefore,  minimizing  the  need 
to  change  these  codes  as  it  proceeds  enroute  and  through  terminal 
facilities  and  automatic  interface  of  the  data  between  Centers  and 
automated  terminal  facilities.  Disadvantages  of  this  procedure  are 
that  the  planes  will  be  going  through  nonautomated  terminal  airspace 
or  in  and  out  of  radar  coverage^  and  the  continuation  of  automatic  VFR 
flight  plan  processing  after  radar  service  has  been  terminated.  Some 
controller  representatives  felt  that  flexibility  may  actually  be 
decreased  for  controllers  if  strips  had  to  be  provided. 

The  question  of  conflict  alert  (CA)  and  minimum  safe  altitude 
warning  (I'SAU)  services  to  VFR  aircraft  was  discussed.  ,  At  enroute 
facilities,  conflict  alert  is  provided  at  half  of  the  standard 
vertical  criteria  to  VFR  aircraft  that  are  Mode  C  equipped  and  being 
tracked.  Enroute  minimum  safe  altitude  warning  systems  (not  yet 
implemented)  will  automatically  inhibit  VFR  aircraft  being  worked. 
This  service  will  not  be  automatically  provided  since  many  VFR  air¬ 
craft  will  be  flying  below  the  computer's  stored  minimum  safe  alti¬ 
tudes.  However,  controllers  will  have  the  capability  to  activate 
EMSAK  for  VFR  aircraft  by  entering  a  separate  message  to  the  computer 
At  terminal  facilities,  MSAW  is  provided  to  VFR  aircraft  that  are 
Mode  C  equipped,  only  upon  request.  Conflict  alert  service  in  both 
the  terminal  and  enroute  facilities  is  provided  between  IFR-  and 
VFR-tracked  aircraft.  This  service  is  not  provided  to  any  VFR 
untracked  aircraft.  Again,  Mode  C  transponder  is  required  for  this 
service . 

The  question  was  asked  as  to  whether  controllers  put  aititude 
information  from  VTR  aircraft  as  reported  by  the  pilot  into  the  radar 
data  tag.  After  some  discussion,  it  was  determined  that  some  local 
terminal  facilities  actually  direct  the  controller  to  use  this  infor¬ 
mation  in  the  "scratch  pad  area,"  while  other  local  directives 
prohibit  its  use.  Normally,  Center  controllers  enter  "VFR"  and  rely 
on  the  Mode  C  readout  for  altitude. 


recommendations  to  forward  to  ATPAC-  concerning  V7R  operations, 
there  were  signifcant  efforts  to  define  some  of  the  VFR  and  VMC 
problem  areas  within  the  system.  Also  accomplished  was  an 
increased  consciousness  by  ATPAC  members  of  the  problems  of  VTR 
operators.  Hopefully,  subcommittee  members  will  work  towards  a 
better  understanding  of  pilot  perceptions  when  operating  in  VMC 
with  an  eye  towards  bringing  these  perceptions  in  line  with 
reality  of  what  the  system  actually  is  providing. 

The  chairman  will  distribute  to  all  subcommittee  members: 
(1)  minutes  of  the  December  3-7  meeting,  (2)  copies  of  the 
TCA/TRSA  report  from  the  NASA  ASRS  fourth  quarterly  report,  (3) 
copies  of  the  Near-Midair  Collision  report'  of  the  ASRS  tenth 
quarterly  report,  (4)  attendance  list  from  the  December  meeting 
(5)  an  address  list  of  the  subcommittee  members,  (6)  a  draft  of 
the  pilot  survey  discussed  at  the  meeting,  and  (7)  a  draft  memo 
to  ATPAC  with  subcommittee  recommendations. 


Chairman,  ATPAC  VFR "Operations  Subcommittee 


March  19,  1980 


Memo  to:  ATPAC  Members 
From  :  Robert  T.  Warner 
Subject:  The  TRSA/Stage  III  Mess 


References : 

AIM  (various  paragraphs) 

Handbook  7110. 65B  (various  paragraphs) 

Minutes  of  ATPAC  VFR  Operations  Subcommittee  (December  1979) 
Minutes  of  ATPAC  19  (Los  Angeles) 

Minutes  of  ATPAC  14  (R-14-8) 

NASA  ASRS  Fourth  Quarterly  Report 

Report  of  FAA/DoD  Task  Group  on  Terminal  Radar  Programs  (1978-9) 
Report  of  FAA  ATS  Task  Group  on  Stage  III  Service  (Jan-Feb  1980) 

(not  yet  available) 

NASA  ARS  Draft  Report  on  Near  Midair  Collisions  (mid-1979) 

The  plot  is  thickening.  We  (all  of  us)  have  a  problem  with 
TRSAs  and  Stage  III.  This  transgresses  any  institutional  "party 
lines . " 

I'll  precede  the  background  with  a  simple  statement  of  the 
problem  and  a  possible  solution.  No  one--FAA,  pilots  or  control¬ 
lers — knows  what  is  going  on  in  TRSAs.  Therefore,  we  should  not 
be  implementing  them  until  we  figure  it  out.  (If  the  metal  comes 
together  in  one  of  the  existing  TRSAs,  we  will  be  discussing  this 
in  an  NTSB  hearing.  No  ATPAC  member  wants  to  be  a  party  to  that.) 

Background 

This  discussion  cranked  up  after  San  Diego,  when  we  discov¬ 
ered  the  accident  environment  could  have  been  a  TRSA  or  TCA. 

Lin  Odems  gave  us  glimpses  of  what  was  discovered  by  the  FAA/DoD 
Task  Group. 

As  a  result  of  the  FAA  Notice  78-19  and  the  "Enhancement" 
program  of  more  TCAs  and  TRSAs,  NASA’s  ASRS  data  was  tapped  to 
see  whether  more  control  is  more  safety.  A  NASA  Draft  Report 
said  "No,"  in  fact,  just  the  opposite  if  you  are  talking  terminal 
radar  control/service. 
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At  ATPAC  14,  the  Committee  told  FAA  this  whole  thing  is 
confusing  and  recommended  the  number  of  stages  of  service  be 
reduced  to  less  than  3. 

At  ATPAC  19,  FAA  reported  this  ATPAC  recommendation  has 
been  made  a  part  of  "an  FAA  review  of  the  national  terminal 
radar  program  -  pending."  Anyway,  FAA  had  established  a  task 
group  to  investigate  Stage  III  service,  and  specifically  whether 
it  was  supposed  to  be  provided  in  the  traffic  pattern  at  the 
primary  airport. 

Meanwhile,  the  ATPAC  VFR  Ops  Subcommittee  had  discussed 
this  subject  for  days.  A  subgroup  of  this  subgroup  was  briefed 
by  the  FAA  task  group  in  late  February  1980.  We  were  amazed 
and  astounded. 

My  opinion  of  the  Task  Group's  work  is  that  the  FAA  went 
out  ana  talked  to  themselves  About  how  to  improve  Stage  III 
service.  The  solution  is  a  Band  Aid  fix  of  the  symptom.  The 
FAA  never  dug  deep  enough  to  find  the  cause  of  the  problem. 

They  never  asked  the  basic  questions:  what  is  Stage  III;  what 
are  they  really  providing;  what  do  pilots  think  they  are  getting 
what  do  they  want;  and  what  is  needed? 

Terminal  radar  programs,  when  you  include  visual  separation 
is  the  biggest  problem  in  the  system  today.  Future  TRSAs  should 
not  be  implemented  until  Stage  III  service  is  sorted  out. 


Recommendation : 


ATPAC  recommends  to  the  Administrator  that  all 
new  TRSA  implementation  be  halted  until  the 
questions  raised  by  ATPAC  concerning  services 
provided  and  pilot  understanding  are  answered. 


'p 


Robert  T.  Warner 
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Air 

Traffic 

Control 

Association,  Inc. 


November  11 ,  1980 


5u in  4  io 
2020  North  14th  Street 
Arlington,  Virginia  2220 1 

Ana  Coda  (700)  S22S7 1 7 


Mr.  Glen  A.  Gilbert 


2500  Virginia  Avenue,  N.W. 
Washington,  D.C.  20037 


Dear  Glen: 

A  two-day  Seminar  on  Air  Traffic  Control  In  Terminal  Area  Operations  will  be  held 
at  the  Sheraton  National  Motor  Hotel,  Columbia  Pike  and  Washington  Boulevard, 

Arlington,  Virginia,  on  December  9  and  10,  1980.  (See  accompanying  schedule.)  This 
Seminar  will  be  conducted  by  the  Air  Traffic  Control  Association,  Inc.  (ATCA)  in  response 
to  a  contract  from  the  Federal  Aviation  Administration,  and  is  open  to  the  public.  There 
will  be  no  admission  charge  or  fees  charged  to  attend. 

The  Seminar  objective  is  to  fully  consider  and  analyze  the  following  ATC  topics  and 
problem  areas: 

-  Use  of  Terminal  Control  Areas  (TCAs) 

-  Stage  III  services  within  Terminal  Radar  Service  Areas  (TRSAs) 

-  Stage  II  services  in  air  traffic  control 

The  first  day  of  the  Seminar  will  consist  of  presentations  by  an  ATCA  panel  from  the 
various  aviation  disciplines.  The  second  day  of  the  Seminar  will  consist  of  a  question  and 
answer  session  and  statements  by  the  public.  Public  participation  is  invited  and  encouraged. 
Individuals  desiring  to  make  a  prepared  statement  are  asked  to  forward  the  text  of  their 
statement  no  later  than  November  28,  1980,  to  facilitate  scheduling  on  the  second  day  of 
the  Seminar.  Forward  your  statement  to: 

Air  Traffic  Control  Association,  Inc. 

2020  North  14th  Street,  Suite  410 

Arlington,  Virginia  22201 

If  you  are  unable  to  provide  a  text  of  your  statement  prior  to  the  meeting,  please 
advise  ATCA  if  you  intend  to  make  a  statement.  In  view  of  the  anticipated  public  response, 
the  Seminar  Chairman  may  have  to  limit  public  statements  to  a  maximum  time  of  15 
minutes  each.  Because  of  this  limitation  it  is  especially  important  that  written  statements 
be  provided  to  be  included  into  the  record. 

IT  SHOULD  BE  NOTED  THAT  ALL  PRESENTATIONS  AND  STATEMENTS  MADE 
AT  THE  SEMINAR  WILL  BE  RECORDED  VERBATIM  AND  BECOME  PART  OF  ATCA’S 
FINAL  REPORT  TO  THE  FEDERAL  AVIATION  ADMINISTRATION. 
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x REGISTRATION .  Registration  for  the  conference  will  begin  at  8:00  aon.  on  December  9, 
1980,  in  the  lobby  of  the  Sheraton  National  Motor  Hotel  and  continue  through  that  day 
until  S:30  pjn.  Advance  registration  for  the  Seminar  should  be  accomplished  by  using  the 
registration  card  attached  to  this  notice  and  returning  it  to  the  Air  Traffic  Control 
Association  as  soon  as  possible. 

HOTEL  RESERVATIONS.  In  view  of  the  short  notice,  reservations  for  hotel  rooms  should 
be  made  directly  with  the  Sheraton  National  Motor  Hotel  as  soon  as  possible  by  telephone. 
Telephone:  (703)  521-1900.  IDENTIFY  YOURSELF  AS  ATTENDING  THE  ATCA 
SEMINAR  WHEN  MAKING  HOTEL  RESERVATIONS  so  that  you  will  receive  the  special 
rates  offered  for  the  Seminar: 

Single  Room  S 50.00  per  day 
Double  Room  :  560.00  per  day 

Please  contact  Don  Francke,  Air  Traffic  Control  Association,  Inc.,  at  the  above  address 
(Telephone:  (703)  522-5717)  if  you  have  any  questions  regarding  the  Seminar. 


Sincerely, 


Executive  Director 


REGISTRATION  FORM 

AIR  TRAFFIC  CONTROL  IN  TERMINAL  AREA  OPERATIONS 

ATCA  SEMINAR 
Daoambtr  9  -10,  1980 

Neme  ■  -  -  _ Titie/Rartk  _ 

Company  /  Organisation  - 

Street  Addrttt  _ _ . _ 

-  Tv  ...  —  -  -  ...  ■  _  State _ _  Zip 

(PL  CASE  PAINT  INFOPHA  TlONj 
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ATC  SEMINAR 


'PEN  TO  THE  PUBLIC 


AIR  TRAFFIC  CONTROL  IN  TERMINAL  AREA  OPERATIONS 

•  Um  of  Terminal  Control  Area*  (TCAs) 

•  Stag*  III  Services  within Tarminal  Radar  Sarvica  Araas  (TRSAs) 

•  Stag*  1 1  Sarvica*  in  Air  Traffic  Control 

Date  :  December  0—10, 1080 

Place  :  Sheraton  National  Motor  Hotel,  Arlington,  Virginia 


SCHEDULE  OP  EVENTS 


TUESDAY,  Dmwfatf  9, 1980 


8:00  a.m.  • 

5:30  p.m. 

9:30  a.m.  • 

10:00  a.m. 

10:00  a.m.  - 

10:45  a.m. 

10:45  a.m.  - 

11:00  a.m. 

11:00  a.m.  - 

1 1 :45  a.m. 

11:45  a.m.  - 

1:00  p.m. 

1:00  p.m.- 

1:45  p.m. 

1:45  p.m.- 

2:30  p.m. 

2:30  p.m.- 

3:00  p.m. 

3:00  p.m.- 

3:45  p.m. 

3:45  p.m.- 

4:30  p.m. 

4:30  p.m.- 

5:15  p.m. 

Registration  In  hotel  lobby 
Introduction  by  Robert  I.  Gale,  Chairman 
William  E.  Broadwater,  FAA  Retired  (Former  FAA 
AAT-200  and  AAT-400) 

BREAK 

Daniel  E.  Barrow,  Asst.  Chairman,  Sperry  UN  I  VAC 
LUNCH 

Robert  L  McClure,  Captain  TWA 

James  R.  Banks,  Air  Force  Communications  Command 

BREAK 

Richard  L  Collins,  Sr.  Editor,  FLYING  Magazine 
Jack  J.  Eggspuehler,  President,  Traveling  Aviation 
Seminars;  President,  NAFI 
Robert  I.  Gale,  President,  R.  I.  Gale  &  Associates 


WEDNESDAY,  Dewmb*  10,  IMP 


9:00  a.m.  •  9:30  a.m. 

9:30  a.m.-  11:30  a.m. 
11:30  a.m.-  1:00  p.m. 
1:00  p.m.-  5:00  p.m. 
6:00  p.m. 


Review /Summary,  Robert  1.  Gale,  Chairman 
Questions  &  Answers/Public  Statements 
LUNCH 

Questions  &  Answers/Public  Statements 
Close  of  the  Seminar  Open  Sessions 


U.  S.  Department  of  Transportation 


Office  of  Public  Affaire 
Washington,  D  C.  20590 


FOR  RELEASE  THURSDAY 
October  23,  ] 986 


PAA  57-80 

Contact:  Gerald  Lavey 
Tel.:  202/426-852] 


FAA  SEEKS  EVALUATION 
OF  AIRPORT  SAFETY  ZONES 

Federal  Aviation  Administrator  Langhorne  Bond  has  announced 
that  an  independent  organization  haa  been  hired  to  measure  the 
benefits  of  airport  safety  zones  established  by  FAA  at  busy 
terminals  to  provide  better  protection  against  midair  collisions. 


The  assessment  will  be  done  by  the  Air  Traffic  Control  Asso¬ 
ciation  of  Arlington,  Va . ,  under  a  $94,634  contract. 

Called  terminal  control  areas  (TCA)  and  terminal  radar 
service  areas  (TRSA) ,  the  safety  zones  are  essentially  blocks 
of  airspace  surrounding  major  airports  where  strict  operating 
and  equipment  requirements  apply  or  where  special  air  traffic 
services  are  available. 

i 

At  the  busiest  terminal  control  area  sites,  such  as  New  York 
and  Chicago,  for  example,  pilots  must  have  at  least  a  private 
pilot's  license,  must  get  an  air  traffic  control  clearance  to  enter 
the  TCA  airspace  and  follow  air  traffic  control  directions  once 
inside.  In  addition,  aircraft  must  have  certain  navigation  and 
communications  equipment,  such  as  a  two-way  radio  and  carry  an 
altitude-reporting  transponder  which  provides  controllers  with 
direct  radar  readout  of  the  identity  and  altitude  of  the  aircraft 
under  their  control. 

In  the  case  of  terminal  radir  service  areas,  pilots  operat¬ 
ing  under  visual  flight  rules  (VFR)  and  maintaining  separation 
from  other  aircraft  on  a  "see  and  avoid"  basis  may  get  the  same 
essential  air  traffic  control  services  as  instrument  flight  rules 
traffic  once  inside  the  terminal  area.  That  is,  air  traffic  con¬ 
trol  provides  them  radar  separation  from  other  participating 
aircraft  to  keep  them  apart.  Although  pilot  participation  is 
voluntary,  more  than  90  percent  of  VFR  pilots  make  use  of  this 
service. 


-  more  - 


Currently,  there  are  22  TCAs  and  135  TRSAs  in  the  U.S., 
with  another  31  locations  being  considered  as  candidate  sites  for 
TCAs  and  28  for  TRSAs. 

Bond  said  the  FAA  is  in  the  process  of  developing  definitive 
guidelines  for  establishing  TCAs  and  TRSAs  and  "an  independent 
assessment  from  a  professional  society  dedicated  to  the  science 
of  air  traffic  control  will  help  us  find  out  whether  we're  on 
the  right  track." 

The  contract  with  the  Air  Traffic  Control  Association  calls 
for  the  review  of  the  current  FAA  procedures  for  establishing 
and  designing  TCA  and  TRSA.  The  contractor  also  will  analyze 
existing  TCA  and  TRSA  locations  in  terms  of  safety  and  their 
operational  and  economic  effects  on  pilots  and  other  users.  In 
particular,  FAA  wants  to  know  whether  the  need  for  a  TCA  or 
TRSA  increases  in  direct  proportion  to  the  number  of  passengers 
using  a  particular  airport. 

As  part  of  its  evaluation,  the  Air  Traffic  Control  Associa¬ 
tion  will  hold  a  five-day  seminar  later  this  fall.  Part  of  the 
proceedings  will  be  open  to  the  public.  A  report  on  the  group's 
findings  will  be  delivered  to  FAA  within  *our  months. 

s  «  # 
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HELICOPTER  ASSOCIATION 


1156  15th  St.,  N.W.,  Suit*  610,  Washington,  D.  C.  20005  (202)  466-2420  Telex  89615 


November  26,  1980 


Memorandum  No.  7 

TO:  HAA  HELICOPTER  ATC  STUDY  WORKING  GROUP 

FROM:  Glen  A.  Gilbert 

HAA  Program  Manager 

1.  Enclosed  are  copies  of  FAA  proposed  changes  to  FA  AH  7110.  65B, 
para.  796  and  1121b.  (Any  specific  comments  should  be  sent  to  me 
by  December  15). 

2.  These  portions  of  7110.  65B  illustrate  a  general  problem  with 
7110.  65B  insofar  as  helicopters  are  concerned,  and  that  is  that  the 
term  "aircraft"  is  used  when  really  the  application  is  to  fixed  wing 
CTOL's,  or  in  other  words  "airplanes". 

3.  I  believe  that  our  ATC  7110.  65 B  study  project  must  give  very 
serious  consideration  to  this  question.  Once  such  a  differentiation  is 
made,  however,  this  begs  the  question  of  what  should  be  said  about 
helicopters  in  a  given  context. 


4.  Please  include  this  perspective  in  pilot  members'  initial  cut  inputs. 


HI 


Subject:  Handbook  7110.65B-1121.b. 

I.  BACKGROUND : 

The  procedure*  in  Bendbook  7110.65B~U21.b. ,  require  one  of  the 
leading  aircraft  to  be  reetrictad  fro*  entering  the  interaection 
of  an  intersecting  runway  upon  which  another  aircraft  is  landing. 
Controllers  Operations  and  Procedures  Cooaittee  (COPCOM)  has  suggested 
that  the  reaaining  portion  of  that  runway  for  whieh  the  restriction  is 
applied  could  be  used  to  expedite  traffic  by  crossing  the  restricted 
portion  while  the  landing  aircraft  is  approaching,  or  even  on,  the 
other  unrestricted  portion  of  the  sane  runway. 

II.  PROPOSAL: 

Allow  aircraft  to  cross  that  portion  of  a  runway,  restricted  from  us* 
by  the  landing  aircraft,  when  applying  the  procedures  contained  in 
Handbook  7110.65B-1121.b.  or  Order  7110. 75A. 

In  the  ease  illustrated  below  aireraft  "e"  could  be  cleared  to  eross 
the  approach  end  of  Runway  27  beeaus*  the  arriving  aireraft  "B"  landing 
on  Runway  9  is  restricted  froa  entering  the  intersection  of  Runways 
18/36  and  9/27  and,  therefore,  restricted  from  proceeding  beyond 
and  onto  that  portion  of  the  runway  taxiing  aircraft  "C"  will  cross. 


Acft  C  cleared  / 
to  cross  R/W  27 


3  6 


SUBJECT:  Visual  Approaches;  Proposed  Qiange  to  IAAH  7110.65B-796 
I.  BAQCGROmD: 

The  advent  of  charted  visual  approaches,  which  are  designed  primarily 
to  minimise  couiunity  noise  burdens,  taka  advantage  of  the  pilot's 
ability  to  provide  his/her  own  course  guidance  to  the  runway  through 
the  use  of  visual  cues.  The  handbook,  as  currently  written,  states 
that  an  aircraft  not  following  another  aircraft  rust  have  the  airport 
in  sight  before  a  visual  approach  clearance  can  be  issued. 

While  the  successful  execution  of  most  of  today's  charted  visual  appcoeches 
clearly  require  the  airport  to  be  in  sight  due  to  a  lack  of  prominent 
geographical  features,  there  are  some  Instances  where  prominent 
geographical  features  are  available  and,  in  fact,  can  provide  the  primary 
navigational  guidance  to  the  runway.  Where  those  features  (e.g.,  a 
river)  are  available,  significant  noise  reduction  benefits  may  be 
realised  since  the  use  of  those  praninent  geographical  references 
would  allow  an  aircraft  to  avoid  noise  sensitive  areas  a  significant 
distance  fran  the  airport.  Occasionally,  however,  the  point  from 
which  the  visual  approach  could  begin  under  the  proposed  concept 
would  be  beyond  the  distance  which  would  allow  a  pilot  to  positively 
report  the  airport  In  sight.  Therefore,  the  available  options  are 
(1)  preclude  this  use  of  charted  visual  approaches  when  the  airport 
cannot  be  positively  reported  as  being  in  sight,  thereby  sacrificing 
the  noise  reduction  benefits,  or  (2)  permit  then,  provided  the 
praninent  geographical  reference  providing  visual  navigational 
guidance  to  the  runway  has  been  reported  as  being  In  sight. 

It  would  seer,  logical  and  likely  that  if  the  pilot  can  sight  and 
positively  identify  the  praninent  geographical  reference  associated 
with  the  charted  visual  approach  et  an  early  stage  of  the  approach, 
the  flight  conditions  are  such  that  the  airport  will  also  be  sighted 
and  identified  at  a  later  stage  (end  lcuer  altitude)  In  anple  time 
to  execute  a  successful  landing.  However,  if  that  assumption  is 
judged  to  be  Inadequately  positive,  additional  phraseology  can  be 
introduced  which  would  instruct  the  pilot  to  report  the  airport  in 
sight  to  the  tower. 

Because  the  issue  is  strictly  how  an  aircraft  proceeds  fran  a  point 
along  the  visual  approach  path  and  does  not  alter  the  procedures  far 
separating  that  aircraft  fran  other  aircraft,  we  are  confident  that 
there  would  be  no  gnnprrmio*  in  aviation  safety  due  to  this  proposal. 

II.  PROPOSAL: 

EXISTING  PROPOSED 

796.  VISUAL  APPROACHES  796.  VISUAL  APPROACHES 


c.  Clearance  far  visual  approach.  c.  Clearance  for  visual  approach. 


A  radar  controlled  ■reraft  may  bt  dtarad  for 
a  visual  approach  provided:  traffic  conflicts  with 
ether  aircraft  have  baa  resolved;  the  aircraft  ia 
aad  can  remain  is  VTR  conditions;  and  at  a 
ooetrolled  airport.  Ike  tower  ia  informed  of  the 
aircraft’*  position  prior  to ,  communications 
transfer,  and . a 


(No  change.) 


1  i  •fb  i  £m  rf  a  1U  fjJbL rf<  f  ■  { 1&.  n-L  ft-  rt-xmm  -A.  rf*  i TL  -W  W  Wv 


EXISTING 


PROPOSED 


m«JMBi<~IfaBa*im&iibas)f  vectored  form  fastru- 
■MRt  apprecfe  and  ymidy  raporta  th*  import  m 
■gbl  aantfoBwi  may  abaca  a  vaoal  approach  or  piota 
■ay  raquaat  a  visual  appeacfc  provided  t»  conditions  of 
ears  mat.  Uadarthaai  irnffcimthaprovibons  of  nu 
(1)  an  not  appticabk,  ad  a  aortreAcr'a  only  obtigabon 
as it  natataa  to  waatha  ■  to  assure  eompliaaca  wth  nu 
and  to  only  authorw  oto  opethom  wban  oaathar 
conditions  an  daarfy  set  a  prih&aog  fcdor. 

wu.  Ma  a— ARTS  faaccfens  may  ba  and  to  inform 
tha  tewar  K  a  Facility  Dneev*  or  Latxar  of  Agraamat 
aparifiaa  control  and  rtaiMauwiritmi  new rfar  points. 

nu  •atannw.'-Airpert  traffic  mi,  82;  Arrival 
Information  by  Apprcacb  Control  Fadlitm,  892. 

(1)  Aa  aircraft  a*  Mowing  another  aireraft 
no  ^preach,  reports  acting  the  airport,  or 


(NA) 


(2)  An  aircraft  raporta  sighting  a  preceding 
aircraft  landing  on  the  same  runway,  and  has 
been  instructed  to  follow  it,  or 

laaAtO  ianaa**-*““Canma  Five  Six  November, follow 
the  heavy  American  DC  lan.  Cleared  for  a  V»»»l  A£ 
preach  to  Runway  One.  Garoon.  wake  turtuknea. 

(3)  An  aircraft  raporta  sigh  ting  a  pre¬ 
ceding  aircraft  mafcbg  an  approach  to  a 

parallel  runway  separated  by  less  than  2,500 
feet  and  all  aircraft  involved  are  informed 
that  approaches  are  being  conducted  to  the 
parallel  runway  (DO  NOT  PERMIT  A 
HEAVY  AIRCRAFT  TO  OVERTAKE 
ANOTHER  AIRCRAFT),  or 


(No  change.) 


(No  changa. ) 


(No  change.) 


(No  change.) 


(2)  An  aircraft  being  positioned 
for  a  charted  visual  approach, 
not  following  another  aircraft, 
reports  sighting  the  prominent 
geographical  feature  (s)  vdiich 
provides  the  visual  navigational 
guidance  required  for  the  approach 
car 


(No  change.)  (Renumbered  to  (3) .) 


(No  change.)  (Renumber  to  (4).) 


(4)  An  aimft  reports  the  airport  bat 
not  the  preceding  aircraft  is  sight,  provided 
radar  aeparation  is  maintained  or  both  air* 
eraft  are  lighted  by  the  local  controller  and 
visual  separation  is  provided.  In  either  ease, 
wake  turbulence  separation  must  be  applied 
as  appropriate,  or 

newt-' Wake  Turbulence,  Chapter  1 


(5)  When  using  converging  runways  or 
parallel  .runways  separated  by  2,500  feet  or 
more,  one  of  the  conditions  in  paragraph 
TMx^l),  (2),  or  (4)  mult  be  present  and  all 
aircraft  involved  are  informed  that  other 
arriving  aircraft  are  using  the  other  runway, 
and 


(S)  An  aircraft  reports  the  airport 
or  the  prominent  geographical 
feature  (a)  required  for  a 
charted  visual  approach  hut  not 
the  preceding  aircraft  In  sight, 
provided  radar  separation  Is 
maintained  or  both  aircraft  are 
sighted  by  the  local  controller 
and  visual  aeparation  Is  provided 
In  either  case,  wake  turbulence 
separation  mist  be  applied  as 
appropriate,  or 


(No  change.)  (Renumbered  to  (6).) 


ms  m  *•».— Whila  conducting  sanuhsn* 
kqi  risusJ  approach**  to  portQcl  or  converging  run* 
ways,  or  visual  approaches  to  one  runway  and  in* 
strunwnt  approaches  to  the  other,  separation  must  be 
maintained  until  the  aircraft  conducting  the  visual 
approach  has  received  and  acknowledged  for  a  visual 
approach  clearance. 


(No  change.) 


(6)  US  AS /USX  SOT  APPLICABLE. 
Whan  a  charted  visual  approach  procedure  is 
used,  specify  the  published  name  of  the  pro¬ 
cedure  and  the  landing  runway  in  the  clear¬ 
ance. 


(No  change.)  (Renumbered  to  (7) .) 


4 .  ACKUTISTRATI  Vt.  INFORMATION : 


Me  would  appreciated  your  consideration  and  candid  oemnents  on  this  proposal 
and  the  argument  and  options  discussed  In  the  BACKGROUND.  If  ytxi  have 
any  questions  car  wish  to  discuss  this  topic,  please  ocntact  Stephen  M. 
Alvania,  AAT-320.2,  (202)  426-8532. 


PAUL  H.  STFOSING  C] 

Acting  Chief,  Terminal Operatlorb  and  Procedures  Branch 
ATC  Operations  and  Procedures  Division 
Air  Traffic  Service  ' 
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MEMORANDUM  NO.  8 


December  29,  1980 

TO:  HAA  HELICOPTER  ATC  STUDY  WORKING  GROUP 

PROM:  Glen  A.  Gilbert 

HAA  Program  Manager 


1.  Enclosed  for  your  information  is  a  summary  report  pre¬ 
pared  by  Tirey  Vickers  on  the  TCA/TRSA  seminar  held  on 
December  9  and  10,  1980 

2.  Please  note  especially  the  comments  re  ATC  Handbook 
7110. 65B  on  page  7.  Your  comments  or  recommendations 
are  invited. 


THE  TCA/TRSA  SD4INAR 


Background 

Beginning  in  1970,  the  FAA  established  21  Terminal  Control 
Areas  (TCA’s)  to  place  certain  constraints  on  VFR  operations 
in  the  vicinity  of  the  busiest  air  carrier  airports.  These 
TCA's  covered  all  airports  which  enplaned  2, 5%  or  more  of 
the  nation’s  airline  passengers.  In  1978  the  FAA  lowered 
the  figure  in  the  TCA  establishment  criteria  to  0.5*%  of  the 
nation?s  enplaned  passengers.  This  covered  44  additional 
terminal  areas.  When  the  proposal  to  establish  these  44 
TCA’s  was  published  as  part  of  Notice  of  Proposed  Rule  Making 
(NPRJi)  73-19*  it  stirred  up  a  hornet's  nest  of  protest,  most¬ 
ly  from  general  aviation  users.  This  resulted  in  43,000 
written  comments,  1600  Congressional  letters  to  be  answered, 
and  from  20  to  50  phone  calls  a  day  to  FAA  Headquarters,  over 
a  3-month  period. 

The  FAA  reconsidered  the  matter  and  withdrew  16  of  the 
proposed  TCA’s  from  further  consideration.  They  also  asked 
ATCA  (The  Air  Traffic  Control  Association)  as  an  independent 
organization,  to  determine  the  effectiveness  of  TCA's  and 
Terminal  Radar  Service  Areas  (TRSA's),  to  evaluate  their 
current  establishment  criteria,  and  to  recommend  changes 
where  appropriate.  ATCA  assembled  a  study  group  of  know¬ 
ledgeable  experts,  under  the  direction  of  Don  Francke  as 
Project  Manager.  Each  member  was  asked  to  do  his  own  re¬ 
search  and  prepare  a  paper  on  his  own  views  of  the  subject, 
without  reference  to  the  other  members  of  the  group.  These 
papers  were  presented  at  a  seminar  "Air  Traffic  Control 
in  Terminal  Area  Operations"  which  was  held  at  the  Sheraton/ 
National  Hotel  in  Arlington,  VA,  on  December  9  and  10,  1980, 
About  80  persons,  including  4  from  Canada,  attended  this 
meeting. 

Panel  Sessions 

Chairman  of  the  Seminar  Robert  I.  Gale,  President  of 
Robert  I.  Gale  and  Associates,  introduced  the  other  members 
of  the  study  group i 

William  E.  Broadwater,  Former  AAT-200  and  AAT-400 
Daniel  E.  Barrow,  Sperry  Univac 
Capt.  Robert  L.  McClure,  TWA 

James  R.  Banks,  Air  Force  Communications  Command 
Richard  L.  Collins,  Editor,  FLYING  MAGAZINE 
Jack  J.  Eggcpuehler,  President,  NAFI 


All  the  panel  members  were  pilots t  those  who  had  been 
controllers  had  s  grand  total  of  150  years  of  ATC  experience. 

Mr.  Broadwater  discussed  the  history  of  regulatory  air¬ 
space  actions  and  the  rationale  behind  the  establishment 
criteria  for  TCA's. 

Four  of  the  speakers  concurred  in  the  idea  that  the  con¬ 
cept  of  basing  the  TCA  criteria  on  the  number  of  enplaned 
passengers  was  meaningless)  ATC  separates  aircraft,  not 
passengers.  Mr.  Gale  suggested  that  the  criteria  be  based 
on  traffic  density  and  complexity.  The  density  index  would 
incorporate  total  operations,  instrument  operations,  and 
traffic  mix  (the  ratio  of  high  performance  to  low  perform¬ 
ance  aircraft) 1  complexity  would  involve  the  proximity  of 
other  airports,  terrain,  obstructions  and  other  factors 
which  would  tend  to  constrain  the  free  flow  of  traffic. 

This  would  require  the  study  of  candidate  locations  on  a 
site-by-site  basis  before  any  decision  was  made  that  a  TCA 
was  warranted. 

The  need  to  get  user  groups  into  the  planning  operation 
early  was  recommended  by  several  panel  members)  a  large 
percentage  of  the  43,000  written  comments  complained  that 
the  FAA  had  presented  the  plans  for  proposed  TCA's,  without 
prior  coordination  with  user  groups  or  adequate  considera¬ 
tion  of  general  aviation  needs.  Some  of  the  other  written 
comments  complained  that  the  FAA  personnel  who  attended  the 
public  hearings  had  no  decision-making  authority. 

Several  panel  members  urged  the  simplification  of  the 
rules  and  procedures.  With  3  ssts  of  requirements  for 
flight  in  TCA's,  and  3  stages  of  radar  service  available 
in  TCA's  and  TRSA's,  many  controllers  as  well  as  pilots 
are  confused)  and  such  confusion  can  Increase  the  hazard 
of  terminal  area  operations.  One  speaker  reported  that 
there  1b  one  near  miss  for  every  56,000  operations,  in  the 
existing  TCA's. 

The  vast  majority  of  near  misses  and  actual  mid-air 
collisions  in  TCA's  occur  when  one  of  the  aircraft  is  not 
communicating  with*  or  is  not  seen  by,  ATC.  Part  of  the 
problem  may  be  due  to  Ignorance  of  the  details,  which  are 
published  In  the  AIM.  Many  pilots  do  not  get  the  oppor¬ 
tunity  to  read  the  AIM.  Although  there  are  over  600,000 
pilots  in  the  USA,  only  23,000  copies  of  AIM  are  printed 
and  a  large  number  of  these  go  to  government  agencies. 
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Another  part  of  the  problem  is  due  to  the  very  arbitrary 
and  complex  shape  of  the  TCA's,  Some,  like  the  one  at  St. 
Louis,  are  based  on  radii  from  the  radar  station*  In  this 
case,  a  pilot  who  wanted  to  circumnavigate  the  TCA  could 
have  a  difficult  time  in  determining  whether  he  was  inside 
or  outside  the  TCA  and  could  intrude  on  it  inadvertently. 
Several  speakers  recommended  that  TCA's  be  centered  on  a 
VOR/DI'IE  facility  so  that  pilots  with  VOR/DME  equipment  could 
quickly  determine  their  position  in  relation  to  the  TCA  boun¬ 
daries. 

Another  problem  is  that  instructors  teach  toward  the  FAA 
Pilot  Examination  Requirements,  which  include  very  little 
material  on  ATC,  or  TCA  or  TRSA  services.  Several  speakers 
recommended  that  pilot  examinations  be  changed  to  require 
more  knowledge  on  coping  with  TCA's,  and  that  the  flight 
and  ground  school  instructors  need  to  be  upgraded  with  the 
proper  knowledge . 

There  was  considerable  discussion  as  to  the  best  way  to 
make  sure  that  presently  certificated  pilots  got  the  word 
about  TCA's  and  TRSA' 8.  It  was  noted  that  Jeppesen  fur¬ 
nishes  a  service  which  carries  changes  in  the  AIM.  Two 
panel  members  thought  it  would  be  a  good  idea  for  the  FAA 
to  furnish  an  AIM  subscription  to  each  pilot,  either  free 
or  by  covering  the  cost  in  a  fee  for  the  pilot's  license. 
Others  expressed  doubt  that  some  pilots  would  get  around 
to  reading  AIM  even  if  they  got  it,  or  would  remember  it 
when  they  needed  the  information.  The  biennial  flight 
check  was  recommended  as  a  good  opportunity  to  see  that  cer¬ 
tificated  pilots  eventually  received  the  appropriate  in¬ 
formation.  Mr.  Collins  said  the  best  place  to  put  the 
necessary  data  would  be  to  print  it  right  on  the  chart 
itself.  This  would  put  it  at  the  pilot's  fingertips  at 
a  time  when  he  had  a  need  to  know. 

Several  panel  members  urged  simplification  of  the  var¬ 
ious  stages  of  radar  service.  ATC  cannot  guarantee  sep¬ 
aration  from  VFR  traffic.  One  speaker  recommended  that 
the  VFR  separation  responsibility  remain  with  the  VFR 
pilot  and  that  the  ATC  separation  responsibility,  as  de¬ 
scribed  for  Stage  III,  be  deleted.  Others  thought  that 
Stage  II  should  also  be  dropped. 

Another  speaker  characterized  the  44-TCA  program  as 
"procedural  overkill"  and  said  that  the  FAA  had  not  given 
military  requirements  enough  consideration  when  setting  up 
NPRM  78-19.  He  said  that  many  VFR  pilots  are  not  equipped, 
or  are  intimidated  by  TCA's,  and  prefer  to  go  around  or 


under  them,  rather  than  going  through  the  hassle  of 
trying  to  get  a  clearance  through  the  TCA.  As  a  result  the 
presence  of  the  TCA  tends  to  increase  the  VFR  traffic  den¬ 
sity  around  the  outside  of  the  TCA  envelope.  Zf  there  is  a 
military  field  in  this  vicinity  (such  as  Scott  APB,  just 
outside  the  St.  Louis  TCA)  a  situation  is  created  in  which 
the  VFR  traffic  gets  into  conflict  with  high-performance 
military  aircraft.  Other  speakers  agreed  that  the  increased 
VFR  traffic  density  just  outside  the  TCA  envelope,  or  through 
low-altitude  access  tunnels  under  the  TCA,  can  create  a  very 
risky  collision  hazard,  as  attested  to  by  numerous  incident 
reports . 

Most  TCA *s  extend  up  to  7000  or  8000  feeti  most  departing 
jet  transports  pop  out  of  the  top  of  the  TCA  18  to  20  miles 
from  takeoff.  Airline  pilots  and  operators  want  to  see  the 
TCA's  extended  up  to  the  floor  of  the  positive  controlled 
area  (PCA).  This  would  require  a  radius  of  42  NM  if  the 
present  wedding  cake  configuration  was  followed. 

One  speaker  described  the  concept  of  upper  corridors 
connecting  the  top  of  the  TCA  with  the  floor  of  the  PCA. 

This  would  require  less  airspace  than  enlarging  a  circular 
TCA  to  a  radius  of  42  NM  (84  miles  across). 

He  also  described  a  corridor  concept  in  which  tha+ 
portion  of  the  TCA  below  5000  feet  would  be  replaced  by 
a  PIADA  (Protected  Instrument  Approach/Departure  Area),  this 
would  include  a  descent  corridor  with  a  slope  of  300  ft./ 

NM,  and  a  climb  corridor  with  a  slope  of  800  ft./NM. 

These  corridors  would  be  aligned  with  the  extended 
centerlines  of  the  arrival  and  departure  runways  in  use. 

When  the  direction  of  arrivals  and/or  departures  was 
changed  the  corridors  would  be  changed  accordingly.  This 
concept  would  embody  less  cubic  miles  of  airspace  than  the 
typical  TCA,  but  would  tend  to  limit  the  vectoring  flexi¬ 
bility  possible  with  jet  traffic.  If  all  arrival  vector¬ 
ing  had  to  be  accomplished  before  the  aircraft  left  5000 
AGL  (in  order  to  keep  the  arrival  within  protected  air¬ 
space)  the  final  approach  path  would  have  to  be  at  least 
16  2/3  NM  long.  The  longer  the  final  approach,  the  more 
aircraft  have  to  be  on  final  approach  simultaneously,  in 
order  to  keep  the  approach  path  full.  This  tends  to  make 
the  spacing  less  accurate,  which  in  turn  reduces  the  land¬ 
ing  rate. 

Another  possible  problem  with  the  PIADA  would  be  the 
complexity  of  charting  it  for  each  of  the  runways  which 
would  be  used.  However,  it  was  suggested  that  the  concept 


be  tested  thoroughly  in  simulation!  to  see  whether  practical 
solutions  could  be  found. 

It  was  suggested  that  the  PAA  chart  preferential  V?R 
routes  which  would  stay  clear  of  TCA*s  where  possible.  This 
might  require  the  addition  or  relocation  of  certain  navaids, 
although  aircraft  using  RNAV  probably  could  negotiate  most 
of  these  routes  without  changing  any  ground  facilities. 

One  problem  today  is  that  many  general  aviation  aircraft 
do  not  have  Mode  A  transponders!  only  a  small  percentage 
have  Mode  C  (altitude  encoding).  Several  of  the  panel  mem¬ 
bers  pointed  out  that  ATC  surveillance  of  VFR  traffic  could 
be  facilitated  tremendously  if  the  entire  general  aviation 
fleet  had  Mode  A  and  C  transponders.  It  was  suggested  that 
the  economic  resistance  to  this  improvement  could  be  eased 
if  legislation  were  passed  to  allow  an  income  tax  credit  to 
be  claimed  for  the  purchase  of  such  equipment!  in  a  manner 
similar  to  the  tax  credit  presently  granted  for  the  purchase 
of  home  insulation. 


The  need  for  reliever  airports  was  pointed  out  by  several 
speakers,  as  a  means  of  offloading  some  of  the  main  terminal 
airports  and  TCA's.  It  was  emphasized  that  the  reliever  ports 
must  be  instrumented  with  approach  aids  to  handle  IFR  oper¬ 
ations.  The  importance  of  adequate  hangar  facilities  at 
reliever  airports  was  stressed!  as  an  incentive  for  general 
aviation  owners  to  move  away  from  the  big  terminal  airports. 


Audience  Participation 


The  second  day  of  the  seminar  was  devoted  to  audience 
participation!  this  included  a  question  and  answer  session 
plus  an  opportunity  for  members  of  the  audience  to  make 
statements  for  the  record. 


One  of  the  conference  attendees  advocated  a  keep  'em 
high  program  for  jets  and  a  keep  'em  low  program  for  piston- 
powered  aircraft,  leading  to  a  system  in  which  traffic  would 
be  segregated  by  speed  class,  in  3  altitude  strata,  with  a 
required  minimum  speed  for  each  altitude  stratum.  He  stress¬ 
ed  the  need  for  one-way  airways,  and  STOL  (stub)  runways. 

He  thought  that  the  problem  of  unknown  or  non- communicating 
aircraft  in  the  TCA  could  be  reduced,  by  increasing  the  VFR 
visibility  requirements  in  TCA's  to  5  miles. 


Concensus! 


Although  no  magic  answers  were  apparent,  a  number  of 
points  of  agreement  had  been  arrived  at  independently  by 


the  panel  members.  The  main  points  are  listed  belowi  none 
of  then  were  challenged  from  the  floor. 

1.  Pilots  and  controllers  are  confused  by  the  overly 
complex  TCA/TRSA  rules  and  procedures i  simplification 
is  desirable. 

2.  Pilots  tend  to  relax  their  outside  surveillance  when 
they  thinJc  they  are  under  radar  control. 

3.  Many  primary  radar  targets  are  not  seen  by  ATC  at 
critical  times. 

4.  The  greatest  proportion  of  near  misses  involves  one 
aircraft  which  is  not  known  to»  or  not  communicating 
with,  ATC. 

5.  Many  VFR  pilots  are  intimidated  by  TCA's  and  try  to 
detour  around  or  under  them.  This  shifts  the  VFR 
traffic  load,  sometimes  causing  greater  risk  to  the 
traffic  of  adjacent  airports. 

6.  Pilots  do  not  get  enough  instruction  on  how  to  cope 
with  the  ATC  system.  Part  of  the  problem  is  that 
most  pilots  get  no  opportunity  to  study  the  Airmans 
Information  Manual.  Since  this  information  is  cov¬ 
ered  only  sparsely,  if  at  all,  on  pilot  certificate 
examinations,  many  flight  instructors  are  not  fluent 
on  it,  either.  Upgrading  of  flight  instructors  is 
necessary. 

7.  There  appears  to  be  no  relevance  in  continuing  to 
use  the  annual  number  of  enplaned  passengers  as  a 
criterion  for  flagging  a  specific  airport  as  a  can¬ 
didate  for  a  TCA. 

8.  Each  airport  has  a  different  traffic  problem,  with 
different  demends,  constraints,  and  limitations, 
which  need  to  be  evaluated  in  detail  before  the 
decision  is  made  that  a  TCA  is  warranted. 

9.  The  FAA  could  use  some  improvement  in  its  techniques 
for  dealing  with  its  users.  In  particular,  users 
should  be  brought  into  the  planning  of  a  TCA  at  an 
early  stage. 

10.  Adequate  reliever  airports,  lighted  and  instrumented 
for  night  and  IFR  operation,  would  help  to  relieve 
congestion  at  the  major  hub  airports. 


The  ATCA  Study  Group  is  drawing  up  its  draft  report  for 
submission  to  the  FAA.  After  publication,  (probably  in  the 
spring  of  1981)  single  copies  of  the  final  report  are  expect¬ 
ed  to  be  available  front 

Dave  Anderson 

AAT-10  Federal  Aviation  Administration 

600  Independence  Ave.,  S.W, 

Washington,  DC  20590 

Phone  t  202-426-3540 
Application  to  ATC  Handbook  7110. 6  SB 

The  general  tone  of  the  meeting  appeared  to  call  for  a 
simplification  of  TCA  rules  and  procedures,  in  particular 
the  elimination  of  Stage  III  radar  service  (li  NI-I  lateral 
or  500  ft.  vertical  separation  of  VFR  aircraft  from  other 
VFR  or  IFR  aircraft)  within  TCA's  and  TRSA*s.  Depending 
on  how  the  final  recommendation  is  worked  out  and  accepted 
by  the  FAA,  this  could  result  in  the  deletion,  or  extensive 
modification,  of  Paragraphs  1280  through  1287  of  the  ATC 
Handbook. 

There  is  a  somewhat  lesser  possibility  that  Stage  II 
service  may  also  be  recommended  for  elimination.  This 
could  call  for  the  deletion  or  modification  of  Paragraphs 
1250  through  1266  of  the  Handbook.  Stage  I  has  just  been 
renamed  "Basic  Radar  Service". 
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TCA  REQUIREMENTS 
from  PAR  91.90 


TCA 
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REQUIREMENT 
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Authorization  from  ATC  prior  to  entry 

B 

B 

Large  jets  operating  to  or  from  primary  airport 
remain  above  designated  floor  of  TCA 

1  1 

■ 

A/C  holds  at  least  a  Private  Pilot  Certificate 

el 
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el 

VOR/TACAN  receiver 

1 

9 

B 

2-way  communication  maintained  with  ATC 

9 

m 

Q 

Mode  3/A  4096-code  transponder 

D 

m 

a 

Mode  C  altitude  encoder 

Legend 

Not  required  for  helicopters 

Not  required  for  helicopters  operating  under  1000  A3L 

Not  required  if  2-way  communications  is  maintained 
with  ATC  and  pilot  provides  position,  altitude,  and 
proposed  flight  path  prior  to  entry 


Requires  letter  of  agreement  with  Tower  per  FAR 9 1 


1156  15th  St.,  N.W.,  Suit*  610,  Washington,  D.  C.  20005  (202)  466-2420  Ttlex  89615 

November  3,  1980 


TO:  MEMBERS  HAA  ATC  SUBCOMMITTEE 

MEMBERS,  HAA  TERPS  WORKING  GROUP 

CC:  JOSEPH  MASHMAN,  Chairman,  HAA  IFR  Committee 

MEMBERS,  HAA  IFR  COMMITTEE 
ROBERT  A.  RICHARDSON,  HAA  Executive  Director 

PROM:  GLEN  A.  GILBERT,  Chairman,  HAA  ATC  Subcommittee 

Chairman,  HAA  TERPS  Working  Group 

SUBJECT.-COMBINED  ATC/TERPS  MEETING,  JANUARY  20,  1981 

1.  This  is  an  advance  notice  to  advise  you  that  there  will  be  a  com* 
bined  ATC  and  TERPS  meeting  on  Tuesday,  January  20,  1981,  in  Anaheim, 
CA.  during  the  HAA  33rd  Annual  Meeting  and  Industry  Exposition.  The 
meeting  will  be  held  from  9:00. AM  to  12:00  N  in  the  Garden  Room  I  of  the 
Inn  at  the  Park,  (across  parking  lot  from  Convention  Center). 

2.  The  first  portion  of  the  meeting  will  review  the  then  status  of  a 
study  now  being  commenced  by  the  HAA  for  the  FAA  to  modify  (as  appro¬ 
priate)  air  traffic  controller  procedures  (FAA  Handbook  7110.  65B)  for  the 
purpose  of  facilitating  the  handling  of  helicopter  operations  (IFR,  HSVFR, 
VFR)  in  the  ATC  system.  This  project  also  may  lead  to  correspoiding 
changes  in  the  Airman's  Information  Manual  (Basic  Flight  Information  and 
ATC  Procedures.  )  Other  ATC/helicopter  matters  also  will  be  discussed 
at  the  meeting. 

3.  In  the  second  portion  of  the  meeting,  attendees  will  be  briefed  by 
FAA  personnel  on  the  then  status  of  FAA's  program  for  updating  TERPS 
criteria,  which  are  expected  to  lead  to  extensive  modifications  in  the  United 
States  Standard  for  Terminal  Instrument  Procedures  (TERPS),  FAA  Hand¬ 
book  8260.  38.  The  future  role  of  the  HAA  TERPS  Working  Group  in  this 
program  also  will  be  discussed. 

4.  At  this  time,  I  would  like  to  update  my  roster  of  members  for  the 
ATC  Subcommittee  and  TERPS  Working  Group  as  well  as  ascertain  an 
approximate  attendance  list  for  the  January  20  meeting.  Therefore,  I  would 
appreciate  it  if  the  enclosed  questionnaire  would  be  completed  and  sent  to 
me  by  December  1st. 

5.  Persons  currently  listed  on  either  or  both  rosters  who  do  not 
respond  will  be  dropped  from  the  new  rosters. 
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Helicopter  Association  of  America 
1156  5th  Street  MW  Suite  6t0 
Washington.  DC.  20005 
202*466-2420  Telex  89*65 


The  Promise  . . . 


Robert  A.  Richardson.  Executive  Drector 
Stephen  A.  Schuldenfrei,  Meeting  Coordinator 


Fulfilled 


HAA  ATC/TBRPS  PROGRAM 


Room  7  -  Anaheim  Convention  Center 
9:00  am  -  11:30  am  —  Tuesday,  January  20,  1981 


9:00  am  -  9:10  am  Opening  Remarks  Glen  A.  Gilbert 

Chairman, 

HAA  ATC  Subcommittee  and 
HAA  TERPS  Working  Group 


Raymond  Hilton 

Federal  Aviation  Administration, 
Washington,  DC 
Glen  A.  Gilbert, 

Members,  HAA  Study  Group 


9:40  am  -  10:00  am  FAA  Air  Traffic  Service  Glenn  Leister 

Procedures  Activities  Federal  Aviation  Administration, 

Washington,  DC 


10:00  am  -  10:15  am  Open  Discussion  on  Future  Role  of 

HAA  ATC  Subcommittee 


10:15  am  -  10:45  am  Study  of  Helicopter  Performance 

and  Terminal  Instrument 
Procedures  (FAA-RD-80-58) 

Study  of  Heliport  Airspace  and 
Real  Estate  Requirements 
(FAA-RD-80-107) 


10:45  am  -  11:15  am  FAA  Program  for  Revision  of  Roger  Baker 

TERPS  Manual  (FAA  Handbook  Federal  Aviation  Administration, 

8260.JB)  Oklahoma  City,  OK 


11:15  am  -  11:25  am  Open  Discussion  on  Future  Role 

of  HAA  TERPS  Working  Group 


11:25  am  -  11:30  am  Closing  Remarks  Glen  A.  Gilbert 
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Glen  Adams 

Federal  Aviation  Administration, 
Washington,  DC 


9:10  am  -  9:40  am  FAA/HAA  RicD  Helicopter  ATC 

Procedures  Study  (FAA  Handbook 
7110.65B) 


HELICOPTER  ASSOCIATION 

1156  15th  St.,  N.W.,  Suit*  610,  Washington,' D.  C.  20005  (202)  466-2420  Telax  89615 


January  5,  1961 


TO: 


FROM: 


ATTENDEES ,  HAA  ATC/TERPS  JOINT  MEETING 
January  20,  1961 

Glen  A.  Gilbert,  Chairman 


REFERENCE:  FAA-RD-8 0-107 

FAA-RD-8  0-5  8 


Study  of  Heliport  Airspace  and 
Real  Estate  Requirements 

Study  of  Heliport  Performance 
and  Terminal  Instrument  Procedures 


1.  Enclosed  herewith  are  comments  on  the  referenced  documents 
prepared  by  Dick  Stutz,  Chairman  of  the  HAA's  Heliport/Air¬ 
ways  Action  Group  (HAAG). 

2.  These  comments  should  be  considered  in  the  light  of  the 
presentations  at  the  joint  ATC/TERPS  meeting  made  by  Glen 
Adams,  FAA  Washington,  and  Paul  Rogers,  FAA  Oklahoma  City. 

3.  Inputs  and  comments  from  attendees  are  invited. 


5.4  Real  Estate  Requirements 

The  basic  philosophy  for  reconmendations  In  this  section  of  the 
study  Is  that  future  heliport  real  estate  requirements  accommodate 
all  helicopters  currently  certificated  for  IFR  operation  In  the 
United  States.  Since  ADAP  grants  are  tied  to  meeting  requirements 
of  the  Heliport  Design  Guide,  this  would  severely  restrict  the 
development  of  suitably  small  heliports  In  metropolitan  areas  for 
high  performance  helicopters  In  the  future.  An  analogy  In  airport 
development  would  be  to  require  all  airports  receiving  ADAP  grants 
to  accommodate  all  IFR  certificated  airplanes,  such  as  Boeing  747. 

It  is  recommended  that  the  helicopter  performance  requirements 
for  each  heliport  be  documented,  as  the  basis  of  approval  for 
specific  operations,  such  as  climb  angle  required  within  a  certain 
distance  of  the  edge  of  the  take-off  area  rather  than  having  a 
single  blanket  requirement  for  all  heliports,  as  recommended 
in  the  report. 


5.5  Airspace  Requirements 

The  philosophy  for  recommendations  here  is  to  stay  with  the 
established  minimum  20:1  IFR  approach/departure/obstacle 
clearance  surfaces  established  many  years  ago  for  operational 
helicopter  of  the  1960's.  This  will  severely  restrict  the 
development  of  new  all  weather  metropolitan  heliports  by 
requiring,  for  example,  that  no  “obstacle  of  more  than  200  feet 


height  be  beneath  the  approach-or  departure  surface  If  at  ground 
level  for  a  distance  of  4000  feet  from  the  take-off  area.  Even 
If  the  real  estate  were  available.  It  permits  long  slow 
helicopter  approaches  and  departures  that  could  be  unsatisfactory 
from  a  noise  abatement  point  of  view. 

It  Is  recomended  that  approach/departure  obstacle  clearance  slope 
by  up  to  at  least  as  steep  as  for  the  present  visual  heliport,  8:1. 
This  will  foster  the  development  of  new  smaller  metropolitan 
heliports  and  high  performance  civil  helicopters  and  provide  orderly 
transition  from  IFR  to  VFR  operations. 

5. ID  Criteria  for  Curved  Flight  Paths 

The  recomended  double-standard-rate-of-turn  at  60  knots  may  not 
be  flexible  enough  for  future  operations.  It  is  recommended  that 
ever  lower  speeds  be  included. 

GENERAL  CONVENTS 

The  overall  philosophy  of  the  study  seems  to  be  to  improve  the  safety 
of  operations  of  existing  helicopters  from  existing  heliports.  This 
is  in  contrast  to  developing  criteria  for  modern  technology  helicopter 
operations  in  the  metropolitan  areas  of  the  80 ' s  and  90's,  an  original 
goal  of  the  FAA's  Helicopter  Operations  Development  Program. 

It  Is  recommended  that  the  study  be  reoriented  to  develop  heliport 
criteria  to  foster  the  safe  increase  of  the  capacity  of  the  national 
airspace  through  modern  technology  all  weather  helicopter  operations 


GENERAL  COMMENTS 


This  is  a  good  review  of  current  Instrument  certificated  helicopter 
performance  and  TERPS  criteria.  However,  as  in  the  Study  of  Heliport 
Airspace  and  Real  Estate  Requirements  the  basic  philosophy  of  Increasing 
the  capacity  of  the  national  airspace  through  the  development  of  new 
helicopter  IFR  operations  procedures  Is  not  really  pursued.  Special  problems 
for  unique  steep  slow  approaches  for  helicopters  and  V/STOL  aircraft  are 
discussed  but  much  needed  criteria  and  associated  helicopter  performance  to 
qualify  for  discrete  helicopter  approaches,  departures  and  separation 
standards  are  only  briefly  addressed. 

It  is  recommended  that  the  study  be  expanded  to  include  discrete  helicopter 
terminal  procedures,  including  not  only  approach  angles  but  also  approach 
speeds,  obstacle  clearance,  holding  patterns  and  separation  standards  that 
will  qualify  the  helicopter  for  discrete  terminal  airspace.  This  should 
include  approach/missed  approach/departure  angles  of  from  6  degrees  at 
60  knots  to  12  degrees  at  30  knots,  which  will  assure  at  least  C : 1  obstacle 
clearance  planes  at  speeds  1/2  those  of  slowest  airplanes.  Such  data 
will  provide  both  the  designers  of  modem  technology  helicopters  and  those 
who  allocate  real  estate  and  airspace  with  valuable  guidance. 


HAI  ATC  SUBCOMMITTEE 
MEMBERSHIP  ROSTER 
(2/20/81) 


Mr.  John  Anderson 
Digital  Equipment  Corp 
Banger  #5 
Hanscom  Field 
Bedford,  MA  01730 


Mr.  Robert  Chaves 
Island  Helicopter  Corp 
North  Ave 

Garden  City,  NY  11720 


Mr.  Thomas  Chestnut 
Digital  Equipment 
Hangar  5 
Hanscom  Field 
Bedford,  MA  01730 


Mr.  Jack  Childs 
Allied  Chemical  Corp. 
Morristown  Municipal  Airport 
Morristown,  NJ  07960 


Mr.  Larry  K.  Clark 
Heliflight  Systems 
P.O.  Box  128 
Conroe,  TX  77301 


Mr.  Francis  J.  Cumow 
Air  K am  an,  Inc. 

Bradley  International  Airport 
Windsor  Locks,  CT  08096 


Mr.  James  Cutropla 
195  Broadway  Corp 
Morristown  Municipal  Airport 
Morristown,  NJ  07960 


Mr.  Bruce  Erion 
Bell  Helicopter  Textron 
52  Old  Meadow  Plain  Rd 
Sunsbury,  CT  06070 


Mr.  Jay  D.  Fuller 
NY  State  Div.  of  Aviation 
Albany  County  Airport 
Albany,  NY  12211 


Mr.  Glen  Gilbert 
Glen  Gilbert  Associates 
Suite  605-S 
2500  Virginia  Ave  NW 
Washington,  DC  20037 


Mr.  Decker  Goetz 
Mack  Trucks  Inc. 

Box  M 

Allentown,  PA  18100 


Mr.  Richard  F.  Hodgkins 
Heliport  Consultant 
Drawer  807 
Hyannis,  MA  02601 


Mr.  Charles  E.  Johnson 
Evergreen  Helicopters  of  Alaska 
P.O.  Box  500 
Anchorage,  AK  99510 


Mr.  Tony  Johnson 
Houston  Helicopters  Inc 
P.O.  Box  830 
Pearland,  TX  77581 


Mr.  George  Jones 
Colgate  Palmolive 
Hangar  12 
Newark  Airport 
Newark,  NJ  07100 


Mr.  Joseph  C  Kettles 
Petroleum  Helicopters  Inc. 
3  Mimi  Court 
Northfield,  NJ  08225 


Mr.  Arthur  Liebowitz 
Wheelabrator-Frye  Inc 
Hangar  #841 
Municipal  Airport 
Manchester,  NH  03103 


Mr.  Roger  Loomis 
Warner  Lambert 
Morristown  Municipal  Airport 
Morristown,  NJ  07960 


Mr.  Roger  Mitchell 
International  Coal  Co. 
119  W.  Washington  St. 
Lewisburg,  WV  24901 


Mr.  S.  Duane  Moore 
Chief  Helicopter  Pilot 
Illinois  Dept,  of  Transportation 
Div.  of  Aeronautics 
Capitol  Airport 
Springfield,  IL  62706 
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Mr.  John  Meehan 
1619  Cherry  Blossom  Lane 
Point  Pleasant,  NJ  08742 


Mr  Peter  Sweeney 
Chief  Pilot 

RCA  Flight  Operations 
Mercer  County  Airport 
Trenton,  NJ  08628 


Mr.  Wayne  Patin 
Air  Logistics 
P.O.  Box  90879 
Lafayette,  LA  70505 


Mr.-J.  C.  (Jon)  Pellow 
Helicopter  Canada 
185  George  Craig  Blvd  N.E. 
Calgary  International  Airport 
Calgary,  Alberta 
T2E  7H3  Canada 


Mr.  Jack  Powers 
View  Top  Corporation 
Hangar  A 

Westchester  County  Airport 
White  Plains,  NY  10609 


Mr.  Donald  W.  Richardson 
Systems  Control  Inc. 

2326  So.  Congress  Ave 
West  Palm  Beach,  FL  33406 


Mr.  BIH  R.  Starnes 
Pittston  Co.  Coal  Group 
Appalachian  Helicopter 
Pilots  Asm 
139  i  Main  Street 
Lebanon,  VA  24266 


Mr.  Michael  E.  Stephan 
President 

Appalachian  Helicopter 
Pilots  Assn. 

135  Norrington  Drive 
Pittsburgh,  PA  15236 


Mr.  Richard  G.  Stutz 
Sikorsky  Aircraft 
North  Main  Street 
Stratford,  CT  06602 


Mr.  Ray  Syms 
Ronson  Aviation 
11  West  16th  St 
Linden,  NJ  07038 


Mr.  Tirey  Vickers 
Study  Integration 
1900  Wooded  Court 
Adelphia,  MD  20783 


Mr.  Craig  Wheel 
Atlantic  Aviation 
P.O.  Box  15000 
Wilmington,  DE  19850 


Mr.  Charles  Wolfe 
NY  State  Div  of  Aviation 
Albany  County  Airport 
Albany,  NY  12211 


1156  15th  St.,  N.W. ,  Suite  610,  Washington,  D.  C.  20005  (202)  466-2420  Tele*  89615 


MEMORANDUM  NO,  9  February  20,  1981 

TO:  HAA  SPECIAL  HELICOPTER  ATC  STUDY  WORKING  GROUP 

HAA  ATC  SUBCOMMITTEE 

CC:  Ray  Hilton  -  FAA  Technical  Monitor 

Glenn  Leister  -  FAA  ATS  Liaison 

FROM:  Glen  A.  Gilbert,  Program  Manager, 

HAA/FAA  Helicopter  ATC  Study  Project 

1.  The  HAA  review  of  the  FAA's  Air  Traffic  Procedures  Handbook  7110. 
65B  has  now  reached  the  stage  where  inputs  received  from  the  HAA  Special 
Helicopter  ATC  Study  Working  Group  have  been  incorporated  into  a  first  draft 
report  (as  of  2/12/81),  copy  of  which  is  forwarded  herewith. 

2.  For  those  recipients  of  this  Memo  who  may  not  be  acquainted  with 
this  project,  last  Fall  the  FAA  requested  the  HAA  to  undertake  a  detailed  study 
of  Manual  7110.  65B  (procedures  for  air  traffic  controllers)  for  the  purpose 

of  recommending  any  changes  considered  necessary  to  facilitate  helicopter 
handling  (IFR,  VFR,  special  VFR)  by  controllers.  As  HAA  program  manager, 

I  then  set  up  a  special  HAA  working  group  to  assist  in  performing  this  task. 

The  enclosed  document  is  based  on  inputs  from  this  Working  Group. 

3.  In  reviewing  the  enclosed  draft,  I  am  asking  members  of  the  ATC  Study 
Working  Group  to  give  this  draft  their  most  careful  attention  and  send  me  their 
final  inputs  no  later  than  March  16.  Please  include  not  only  any  comments 

on  the  contents  of  the  enclosure,  but  any  other  items  that  members  think  have 
been  mis  sod  and  should  be  included. 

4.  As  Chairman  of  the  HAA  ATC  Sulcr  mrnittee  of  the  HAA's  IFR  Com¬ 
mittee,  I  recently  requested  r  ecc  nfinr.atioii  of  membership  in  this  Subcommitl  ee. 
On  Januiry  23,  1981,  a  special  meeting  of  the  Subcommittee  and  the  HAA's 
TERPS  Working  Group  (of  which  I  also  am  chairmen)  was  held  at  Anaheim 

in  conjunction  wjtn  the  HAA's  annual  conference.  At  that  time  the  attendees 
were  briefed  on  the  HAA  ATC  study,  and  I  advised  that  the  Subcommittee  would 
be  brought  into  the  final  review  stase  of  this  project.  Hence,  I  am  addressing 
this  Memo  to  memberr  on  the  updated  ATC  Subcommittee  roster  (35)  and  will 
appreciate  any  inputs  they  may  have  (same  as  in  paragraph  3  above),  also  no 
later  than  March  lfc. 

5.  Utilizing  inputs  derived  per  porar  3  and  4  above,  the  first  draft  of 
the  HAA  Final  Report  will  be  sent  to  the  FAA  for  review  and  comment.  The 
HAA  Final  Report  will  then  be  turned  over  to  the  FAA  by  April  30. 

6.  Send  all  responses  to  this  Memo  to: 

Glen  A.  Gilbert 

2500  Virginia  Ave.  ,  N.  W. 

W  shington,  D.  C.  20037  Tel:  (202)  965-0765 

7.  Fullest  cooperation  by  *11  will  be  greatly  appreciated. 


EXISTING 


PROPOSED' 


Page  10_ 

4  35.  MINIMUM  FUEL 

Lf  an  aircraft  declares  a  state  of  "minimum 
fuel,”  inform  any  facility  to  whom  control 
jurisdiction  is  transferred  of  the  minimum  fuel 
problem  and  be  alert  for  any  occurrence  which 
might  delay  the  aircraft  en  route, 
as.  Net*.— Use  of  the  term  "minimum  fuel"  indicates 
recognition  by  a  pDot  that  his  fuel  supply  has  reached 
a  state  where,  upon  reaching  destination,  he  cannot 
accept  any  undue  delay.  This  is  not  an  emergency 
situation  but  merely  an  advisory  that  indicates  an 
emergency  situation  is  possible  should  any  undue 
delay  occur.  A  minimum  fuel  advisory  does  not  imply 
e  need  for  traffic  priority.  Common  sense  and  good 
judgment  will  determine  the  extent  of  assistance  to  be 
given  in  minimum  fuel  situations.  If,  at  any  time,  the 
remaining  usable  fuel  supply  suggests  the  need  for 
traffic  priority  to  ensure  e  safe  landing,  the  pilot 
should  declare  an  emergency  and  report  fuel  remain¬ 
ing  in  minutes. 


( insert) 


35.  (no  change) 


35-39.  RESERVED 


f  36.  HELICOPTER  FREQUENCY  CHANGE 

Avoid  issuing  a  frequency  change 
to  single-piloted  helicopters 
while  taxiing,  hovering,  or  flying 
near  the  ground.  If  in  doubt, 
query  the  pilot  as  to  his  ability 
to  change  frequency.  In  an  emer¬ 
gency  or  critical  situation,  relay 
the  necessary  control  instructions 
until  the  pilot  iB  able  to  change 
frequency. 

36.  NOTE.  Most  single-piloted 
helicopters  require  the  use  of 
both  hands  and  feet  to  maintain 
control.  Although  control  fric¬ 
tion  devices  assist  the  pilot, 
changing  frequency  could  result 
in  loss  of  control. 

37-39.  RESERVED  (Renumbered) 


RATIONALE >  There  is  a  need  to  alert 
controllers  to  the  potential  hazard 
involved  when  a  single  piloted  heli¬ 
copter  is  requested  to  change  radio 
frequency  when  operating  near  the 
ground. 
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EXISTING 


PROPOSED 


Page  21 

87. a.  AIRCRAFT  IDENTIFICATION 
(3)  Type  only,  If  no  confusion  or  mis- 
identification  Is  likely. 

b.  Air  Carrier: 

(1)  Manufacturer’s  name  or  model. 

(2)  Add  company  name  or  other  identi¬ 
fying  features  when  confusion  or  mUidcntifi- 
cation  is  likely. 

IJ.b.  Cil'mplt*.— 

"Lockhead  ten-eleven."  "American  teven-oh- 
seven.”  "United  seven  thirty-seven." 

M  b.  Nota.— TERMINAL:  Pilots  of  ‘interchang:’  air¬ 
craft  are  expected  to  inform  the  tower  on  first  radio 
contact  the  name  of  the  operating  company  and  trip 
number,  followed  by  the  company  name  as  displayed 
on  the  aircraft,  and  aircraft  type. 

c.  General  Aviation  and  Air  Taxi: 

(1)  Manufacturer's  model,  name  or  des¬ 
ignator. 

(2)  Add  color  when  considered  advan¬ 
tageous. 

He.  — 

"Trl-Pactr."  "PA  Ui.V.yfAO." 

"Cessna  three  ten.”  "Gr«.tn  Apnchc."^ 

<J.  When  issuing  traffic  information  to  air¬ 
craft  cleared  for  a  visual  approach,  specify 
the  word  “heavy”  when  you  know  the  traffic 
is  a  heavy  aircraft. 

Iir, 

"Hcavy  C  one  forty-one." 

89-C3.  P.SSSnVED 


(Correction) 

-♦-"Lockheed  ten-eleven" . . . . 

(Inserts) 

—  (3)  Add  HELICOPTER  when  consid 
ered  advantageous. 

__  "Yellow  Hughes  helicopter" 


RATIONALE!  Iiost  helicopters  make  relatively 
small  visual  targets,  especially  when  seen 
from  front  or  rear.  Using  a  descriptive 
term  would  give  other  pilots  a  useful  clue 
as  to  what  to  look  for. 


EXISTING 


PROPOSED 


Section  16.  SPECIAL  VFR 

470.  AUTHORIZATION 

Except  where  prohibited  by  FAR  93.113,  you 
may  authorize  Special  VFR  operations  in 
weather  conditions  less  than  basic  VFR  minima 
only  as  follows: 

a.  Within  control  zones. 

b.  When  requested  by  the  pilot. 

e.  On  the  basis  of  weather  conditi  >ns  reported 
at  the  airport  of  intended  landing/departure,  or 
470  c.  PUitfon**.— Climb  to  VFR,  472;  Ground  Visibili¬ 
ty  Below  One  Mile,  477. 

d.  When  weather  conditions  are  not  reported 
at  the  airport  of  intended  landing,  and  the  pilot 
advises  he  is  unable  to  maintain  VFR  ana  re¬ 
quests  Special  VFR. 

Phraseology: 

CLEARED  TO  ENTER/OUT  OF/THROUGH  CON¬ 
TROL  ZONE 

and.  if  required 

(direction)  OF  (airport  name)  AIRPORT  («pecified 
routing) 
and 

MAINTAIN  SPECIAL  VFR  CONDITIONS  WHILE 
IN  CONTROL  ZONE. 


471.  LOCAL  OPERATIONS 
Authorize  local  Special  VFR  operations  for  a 
specified  period  (series  of  landings  and  takeoffs, 
etc.)  upon  request,  if  the  aircraft  can  be  recalled 
when  traffic  or  weather  conditions 
require.  Where  warranted,  Letters  of  Agree¬ 
ment  may  be  consummated. 

Phraseology: 

LOCAL  SPECIAL  V-F-R  OPERATIONS  IN  THE 
IMMEDIATE  VICINITY  OF  (airport  name)  AIR¬ 
PORT  ARE  AUTHORIZED  UNTIL  (time).  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS. 

an.  a»i.r*ne«.«7210.3-431,  Appropriate  Subjects. 


472.  CLIMB  TO  VFR 

Authorize  an  aircraft  to  climb  to  VFR  upon 
request  if  the  only  weather  limitation  is  re¬ 
stricted  risibility. 

.  Phraseology:  . 

I  CLIMB  TO  V-F-R  WITHIN  THE  CONTROL  ZONE/ 

WITHIN  (a  specified  distance  within  control  zone) 
MILES  FROM  (airport  name)  AIRI  ORT,  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS  UNTIL 
REACHING  V-F-R. 

I 


'  SECTION  16.  FIXED-WING  SPECIAL 
VFR  (FW/SVFR) 

V?0.  AUTHORIZATION 

Except  where  prohibited  by  FAR 
93.113*  you  may  authorize  Special 
VFR  operations  for  fixed-wing 
aircraft  in  weather  conditions 
less  than  basic  VFR  minima  only 
as  follows i 

a.  Within  control  zones. 

b.  When  requested  by  the  pilot. 

e.  On  the  basis  of  weather  conditions  reported 
at  the  airport  of  intended  landing/departure,  or 

470  e.  Rttwncr—  Climb  to  VFR,  472;  Ground  Visibili¬ 
ty  Below  One  Mile,  477. 

d.  When  weather  conditions  are  not  reported 
at  the  airport  of  intended  landing,  and  the  pilot 
advises  he  is  unable  to  maintain  VFR  and  re¬ 
quests  Special  VFR. 

Phraseology: 

CLEARED  TO  ENTER/OUT  OF/THROUGH  CON¬ 
TROL  ZONE 
and.  if  required 

(direction)  OF  (airport  name)  AIRPORT  (specified 
routing) 

and 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  WHILE 
IN  CONTROL  ZONE. 

^71.  LOCAL  OPERATIONS 

Authorize  local  Special  VFR 
operations  for  fixed-wing  air¬ 
craft  during  a  specified  period 
(series  of  landings  and  takeoffs, 
etc.)  upon  request,  if  the  air¬ 
craft  can  be  recalled  when  traf¬ 
fic  or  weather  conditions  re¬ 
quire.  Where  warranted,  Letters 
of  Agreement  may  be  consummated. 

Phraseology: 

LOCAL  SPECIAL  V  F  R  OPERATIONS  IN  THE 
IMMEDIATE  VICINITY  OF  (airport  name)  AIR¬ 
PORT  ARE  AUTHORIZED  UNTIL  (time).  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS. 

471.  a»t»r»ner—  7210.3— 431,  Appropriate  Subjects. 

472.  CLIJ3  TO  VFR 

Authorize  a  fixed-wing  aircraft 
to  climb  to  VFR  upon 
request  if  the  only  weather  limitation  is  re¬ 
stricted  risibility. 

Phraseology 

CLIMB  TO  V-F-R  WITHIN  THE  CONTROL  ZONE/ 
WITHIN  (a  specified  distance  within  control  xone) 

MILES  FROM  (airport  name)  AIRPORT.  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS  UNTIL 
REACHING  V-F-R. 


SI 


EXISTING 


473.  SEPARATION 

Apply  approved  separation  between: 

a.  Special  VFR  aircraft. 

b.  Special  VFR  aircraft  and  IFR  aircraft. 

4Ti.  Nat*.— Approved  separation  is  that  prescribed 
for  IFR  and  Special  VFR  in  iso  and  or*.  Radar 
rectors  are  authorized  as  prescribed  in  tao.  (See 

paragraph  l.h.) 

474.  ALTITUDE  ASSIGNMENT 

Do  not  assign  a  fixed  altitude  ***hen  apply¬ 
ing  vertical  separation,  but  dear  the  Special 
VFR  aircraft  at  or  below  an  altitude  which  is 
at  least  500  feet  below  any  conflicting  IFR 
traffic  but  not  below  the  minimum  safe  alti¬ 
tude  prescribed  in  FAR  91.79. 

474  Nau  t.- Special  VFR  aircraft  are  not  aasigned 
fixed  altitudes  because  of  the  clearance  from  douds 
requirement. 

474.  n*i*  a— The  minimum  safe  altitudes  are  (1) 
over  congested  areas,  an  altitude  at  least  1000  feet 
above  the  highest  obstacle,  and  (2}  over  other  than 
congested  areas,  an  altitude  at  least  500  feet  above 
the  surface. 

Phnatology: 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  AT  OR 
BELOW  (altitude).  -  - „ 

475.  SPECIAL  VFR  HELICOPTER  SEPARATION 

Control  a  Special  VFR  helicopter  by  Special 
VFR  procedures  unless  other  procedures  are 
contained  in  a  Letter  of  Agreement. 

47s.  n*»*.— Control  of  IFR  helicopters  is  governed 
by  nonradar  or  radar  procedures  and  minima. 

47s.  M*i*r*nc*.— TERMINAL:  Special  VFR  Heli¬ 
copter  Separation,  Chap.  5,  Sec.  14. 

476.  PRIORITY 

a.  FW/SVFR  flights  may  be  approved  only 
if  arriving  and  departing  IFR  aircraft  are  not 

delayed. 

47i».  t.— A  FW/SVFR  aircraft  has  been 

cleared  to  enter  the  control  zone  and  subsequently  an 
IFR  aircraft  it  rezdy  to  depart  or  is  in  position  to 
begin  an  approach.  Less  overall  de!av  might  arena 
to  the  IFR  aircraft  if  the  FW/SVFR  aircraft  is 
aQo-.vfd  to  proceed  to  the  airj»ort  and  lard,  rather 
than  leave  the  ccntrol  tone  or  be  repositioned  to 
provide  IFR  priority. 


PROPOSED 


473.  SEPARATION 

Apply  approved  separation  between: 

•.  Special  VFR  aircraft. 

b.  Special  VFR  aircraft  and  IFR  aircraft. 

473.  Noi».-Approved  separation  b  that  prescribed 
for  IFR  and  Sperial  VFR  in  tao  and  474.  Radar 
vectors  are  authorized  as  prescribed  in  tao.  (See 
paragraph  1J».) 

474.  ALTITUDE  ASSIGNMENT 

Do  rot  assign  a  fixed  altitude  when  apply¬ 
ing  vertical  separation,  but  clear  the  FW/VFI 
VFR  aircraft  at  or  below  an  altitude  which  is 
at  least  500  feet  below  any  conflicting  IFR 
traffic  but  not  below  the  minimum  safe  alti¬ 
tude  prescribed  in  FAR  91.79. 

Ph  mscology: 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  AT  OR 
BELOW  (altitude). 

474.  Not*  1.— Special  VFR  aircraft  are  not  assigned 
fixed  altitudes  because  of  the  clearance  from  clouds 
requirement 

474.  Not*  a— The  minimum  safe  altitudes  are  (1) 
over  congested  areas,  an  altitude  at  least  1,000  feet 
above  the  highest  obstacle,  and  (2)  ever  ct’.vr  than 
congested  areas,  an  altitude  at  least  500  feet  ;:bove 
the  surface. 


— ►  Delete  (goes  in  HSVFR 
section) 

^75.  PRIORITY 

a,  FW/SVFR  flights  nay  be 
approved  only  if  arriving  and 
departing  IFR  aircraft  are  not 
delayed. 

^75. a.  Example  l.-A  FW/SVFR  air¬ 
craft  has  been  cleared  to  enter 
2one  and  subsequently 
an  IFR  aircraft  is  ready  to  de-  y 
part  or  is  in  position  to 

begin  an  approach.  Less  overall  delav  might  accrue 
to  the  IFR  aircraft  if  the  FW/SVFR  aircraft  is 
a.lowed  to  pro cord  to  the  airport  and  Und,  rather 
than  leave  the  control  zone  or  be  repositioned  to 
provide  IFR  priority. 


r; 

. 


v.v  '/'.-.v  vv.v.'r'-'/.v',-'. 


EXISTING 

4T«  •.  E»»mp'«  J.— A  FW/SVFR  aircraft  is  number  one 
for  takeoff  and  located  in  such  a  position  that  the 
number  two  aircraft,  an  JFK  flight,  cannot  taxi  past 
to  gain  access  to  the  runway.  Less  overall  delay 
might  accrue  to  the  1FR  aircraft  by  releasing  the 
FW/SVFR  departure  rather  than  by  having  the  air¬ 
craft  Uxi  down  the  runway  to  a  turnoff  point  so  that 
the  1FR  aircraft  could  be  released  first. 

«r e  ■.  Not#.— The  priority  afforded  1FR  aircraft  over 
FW/SVFR  aircraft  is  not  intended  to  be  so  rigidly 
applied  that  it  causes  grossly  inefficient  use  of  air- 
spare.  If  Utter  overall  efficiency  will  be  gained 
thereby,  the  controller  has  the  prerogative  of  allowing 
completion  of  the  FW/SVFR  operation  already  in 
progress  when  an  1FR  aircraft  becomes  a  factor. 

b.  When  clearance  cannot  be  granted  for  a 
FW/SVFR  flight  because  of  IFR  traffic,  in¬ 
form  the  aircraft  of  the  anticipated  delay.  Do 
not  issue  EAC,  EFC,  or  expected  departure 
time. 

Phraseology: 

EXPECT  (number)  MINUTES  DELAY,  (additional 
instructions  as  necessary). 

477.  GROUND  VISIBILITY  BELOW  ONE  MILE 

When  the  ground  visibility  is  officially  re¬ 
ported  at  an  airport  as  less  than  1  mile,  treat 
requests  for  Special  VFR  operations  at  that 
airport  by  other  than  helicopters  as  follows: 

477.  Not*.— Far  91  does  not  prohibit  helicopter' 
S;-scial  VFR  flights  when  visibility  is  less  than  l 
rue. 

a.  Inform  departing  aircraft  that  ground 
visibility  is  less  than  1  mile  and  that  a  clear¬ 
ance  cannot  be  issued. 

b.  Inform  arriving  aircraft,  operating  out¬ 
side  of  the  control  zone,  that  ground  visibility 
is  less  than  1  mile  and  that,  unless  an  emer¬ 
gency  exists,  a  clearance  cannot  be  issued. 

e.  Inform  arriving  aircraft,  operating  with¬ 
in  the  control  zone,  that  ground  visibility  is 
less  than  1  mile,  and  ask  if  the  aircraft  can 
depart  the  control  zone  with  a  Tight  visibility 
of  at  least  1  mile.  If  the  reply  is  "yes,"  issue 
a  clearance  out  of  control  zone.  If  the  reply 


PROPOSED 

4?  5  •  &  •  J.— A  FW/SVFR  aircraft  is  j.uinUr  one 

fur  takeoff  and  located  in  such  a  position  that  the 
numlier  two  aircraft,  an  1  Fit  flight,  cannot  taxi  past 
to  gain  keccu  to  the  runway.  Less  overall  delay 
might  accrue  to  the  IFR  aircraft  by  releasing  the 
FW/SVFR  departure  rather  than  by  having  the  air¬ 
craft  Uxi  down  the  runway  to  a  turnoff  jnuint  so  that 
the  IFR  aircraft  could  be  released  first. 

47  5  •  8-  •  Wats.— The  priority  afforded  IFR  aircraft  over 
FW/SVFR  aircraft  is  not  intended  to  be  so  rigidly 
applied  that  it  causes  grossly  inefficient  use  of  air- 
sjoce.  If  better  overall  efficiency  will  be  gained 
thereby,  the  controller  has  the  prerogative  of  allowing 
completion  of  the  FW/SVFR  operation  already  in 
progress  when  an  IFR  aircraft  becomes  a  factor. 

b.  When  clearance  cannot  be  granted  for  a 
FW/SVFR  flight  because  of  IFR  traffic,  in¬ 
form  the  aircraft  of  the  anticipated  delay.  Do 
not  issue  EAC,  EFC,  or  expected  departure  ’ 
time. 

Phraseology: 

EXPECT  (number)  MINUTES  DELAY,  (additional 
instructions  as  necessary). 

4?6.  GROUND  VISIBILITY  BELOW 
ONE  KILE 

When  the  ground  visibility  is 
officially  reported  at  an  air¬ 
port  as  less  than  1  mile,  treat 
requests  for  FW/SVFR  operations 
at  that  airport  as  follows! 

-^Delete  (goes  in  KSVFR  section) 


a.  Inform  departing  aircraft  that  ground 
visibility  is  less  than  1  mile  and  that  a  clear¬ 
ance  cannot  be  issued. 

b.  Inform  arriving  aircraft,  operating  out¬ 
side  of  the  control  zone,  that  ground  visibility 
is  less  than  1  mile  and  ihat,  unless  an  emer¬ 
gency  exists,  a  clearance  cannot  be  issued. 

e.  Inform  arriving  aircraft,  operating  with¬ 
in  the  control  zone,  that  ground  visibility  is 
less  than  1  mile,  and  ask  if  the  aircraft  can 
depart  the  control  zone  with  a  flight  visibility 
of  at  least  1  mile.  If  the  reply  is  "yes."  issue 
a  clearance  out  of  control  zone.  If  the  reply 


A83 


EXISTING 


PROPOSED 


b  "no,"  or  an  emergency  exists,  issue  a  clear¬ 
ance  as  soon  as  traffic  conditions  permit. 

d  Authorize  scheduled  air  carrier  aircraft 
in  the  United  States  to  conduct  operations  if 
ground  visibility  b  not  less  than  to  statute 
mile. 

stta.  m*i*.— FAR  121  permits  landing  or  take-off 
by  domestic  scheduled  air  carriers  where  a  local 
surface  restriction  to  visibility  is  not  leas  than  % 
statute  mile,  provided  all  turns  after  takeoff  or 
before  landing  and  all  flights  beyond  1  statute  mile 
from  the  airport  boundary  can  be  accomplished 
above  or  outside  the  area  so  restricted.  The  pilot  is 
Solely  responsible  for  determining  if  the'  nature  of 
the  visibility  restriction  will  permit  compliance  with 
the  provisions  of  FAR  121. 

e.  Clear  an  aircraft  to  fly  through  the  con¬ 
trol  zone  if  he  reports  flight  risibility  b'  at 
least  1  statute  mile. 

478.  FLIGHT  VISIBILITY  BELOW  ONE  MILE 

When  weather  conditions  are  not  officially 
reported  at  an  airport  and  the  pilot  advises 
the  flight  visibility  is  less  than  1  statute  mile, 
treat  requests  for  Special  VFR  operations  at 
that  airport  by  other  than  helicopters  as  fol¬ 
lows: 

era.  Not*  —  FAR  91  prescribes  use  of  officially  re¬ 
ported  ground  visibility  at  airports  where  it  b  pro¬ 
vided, 'and  landing  or  take-off  "flight  risibility”  where 
It  b  not,  as  the  governing  ground  risibility  for  basic 
and  Special  VFR  operations. 

a.  Inform  departing  aircraft  that  a  clear¬ 
ance  cannot  be  issued. 

h.  Inform  arriving  aircraft  operating  out¬ 
ride  of  the  control  sone  that  a  clearance  can¬ 
not  be  beued  unless  an  emergency  exists. 

e.  Ask  an  arriving  aircraft  operating  within 
a  control  sone  if  he  can  depart  the  control 
sone  with  a  flight  visibDity  of  at  least  1  statute 
mDe.  If  the  aircraft  cannot  depart  the  con¬ 
trol  sone  accordingly,  or  an  emergency  exists, 
issue  e  clearance  as  soon  as  traffic  conditions 
permit. 


b  "no/*  or  an  emergency  exists,  issue  a  clear¬ 
ance  as  soon  as  traffic  conditions  permit 

d.  Authorize  scheduled  air  carrier  aircraft 
in  the  United  States  to  conduct  operations  if 
ground  risibility  b  not  lest  than  to  statute 
mile. 

47 6.6.  Nat*.— FAR  121  permits  landing  or  take-ott 
by  domestic  scheduled  air  carriers  where  a  local 
surface  restriction  to  visibility  b  not  less  than  ¥1 
statute  mile,  provided  all  turns  after  takeoff  or 
before  landing  and  all  flights  beyond  1  statute  mile 
from  the  airport  boundary  can  be  accomplished 
above  or  outside  the  area  so  restricted.  The  pilot  is 
solely  responsible  for  determining  if  die  nature  of 
the  risibility  restriction  will  permit  compliance  with 
the  provisions  of  FAR  121. 

0.  Clear  an  aircraft  to  fly  through  the  con¬ 
trol  sone  if  he  reports  flight  risibility  b  at 
least  1  statute  mile. 

4??.  FLIGHT  VISIBILITY  BELOW 
ONE  MILE 

When  weather  conditions  are  net 
officially  reported  at  an  air¬ 
port  and  the  pilot  advises  the 
flight  visibility  is  less  than 
1  statute  mile,  treat  requests 
for  FY//SVFR  operations  at  that 
airport  as  follows  1 

477.  Net*.— FAR  91  prescribes  use  of  officially  re¬ 
ported  ground  visibDity  at  airports  where  it  is  pro¬ 
vided, ‘end  landing  or  take-off  “flight  visibility"  where 
it  b  not,  as  the  governing  ground  risibility  for  basic 
end  Special  VFR  operations. 

a.  Inform  departing  aircraft  that  a  clear¬ 
ance  cannot  be  issued. 

b.  Inform  arriving  aircraft  operating  out 
side  of  the  control  zone  that  a  clearance  can¬ 
not  be  issued  unless  an  emergency  exists. 

e.  Ask  an  arriving  aircraft  operating  within 
a  control  zone  if  he  can  depart  'the  control 
sone  with  s  flight  risibility  of  st  least  1  statute 
mile.  If  the  aircraft  cannot  depart  the  con 
trol  tone  accordingly,  or  an  emergency  exists, 
issue  a  clearance  as  soon  as  traffic  conditions 
permit. 


479.  RESERVED 


EXISTING 


PROPOSED 


470.  AUTHORIZATION 

Except  where  prohibited  by  FAR  93.113,  you 
may  authorize  Special  VFR  operation*  in 
weather  conditions  less  than  basic  VFR  minima 
only  as  follows: 

a.  Within  control  zones. 

b.  When  requested  by  the  pilot. 

c.  On  the  basis  of  weather  conditions  reported 
at  the  airport  of  intended  landing/departure,  or 
470.6.  a*t« ranee.— Climb  to  VFR,  472;  Ground  Visibili¬ 
ty  Below  One  MDe,  477. 

d.  When  weather  conditions  are  not  reported 
at  the  airport  of  intended  landing,  and  the  pilot 
advises  he  is  unable  to  maintain  VFR  ana  re¬ 
quests  Special  VFR. 

Phraseology: 

CLEARED  TO  ENTER/OUT  OF/THROUGH  CON¬ 
TROL  ZONE 

and,  if  required 

(direction)  OF  (airport  name)  AIRPORT  (specified 
routing) 
and 

MAINTAIN  SPECIAL  V-F-R  CONDITIONS  WHILE 
IN  CONTROL  ZONE. 


err.  —Far  91  does  not  prohibit  helicopter 
Special  VFR  flights  when  visibility  is  less  than  1 
mile. 


SECTION  16, 

HELICOPTER  SPECIAL  VFR  (HSVFR) 

482.  AUTHORIZATION 

You  nay  authorize  helicopter 
Special  VFR  (HSVFR)  operations 
in  weather  conditions  less  than 
basic  VFR  minima  only  as  follows  t 

a.  Within  control  zones. 

b.  When  requested  by  the  pilot. 

c»  On  the  basis  of  weather  con¬ 
ditions  reported  at  the  airport 
of  intended  landing/departure, 
or 

482, c.  Reference. -Climb  to  VFR, 
.483. 

d.  When  weather  conditions  are 
not  reported  at  the  airport  of 
intended  landing,  and  the  pilot 
advises  he  is  unable  to  maintain 
VFR  and  requests  HSVFR. 

Phraseology* 

CLEARED  TO  ENTER/OUT  OF/THROUGH 
CONTROL  ZONE 

and,  if  required 

(direction)  OF  (airport  name) 
AIRPORT  (specified  routing) 

and 

MAINTAIN  HELICOPTER  SPECIAL 
V-F-R  CONDITIONS  WHILE  IN  CON¬ 
TROL  ZONE. 

482. d.  NOTE  l.-FAR  91  does  not 
prohibit  HSVFR  flights  when 
visibility  is  less  than  one 
mile i  HSVFR  operations  require 
that  the  visibility  be  high 
enough  to  enable  the  pilot,  by 
visual  reference  to  the  surface, 
to  follow  a  desired  track,  and 
to  identify  reporting  and  hold¬ 
ing  fixes. 


EXISTING 


2-12-81 


PROPOSED 


472.  CUMB  TO  VFR 

Authorise  an  aircraft  to  climb  to  VFR  upon 
request  if  the  only  weather  limitation  is  re¬ 
stricted  visibility. 

Pknurology: 

CLIMB  TO  V-F-R  WITHIN  THE  CONTROL  ZONE/ 
WITHIN  (a  specified  distance  within  control  sone) 
MILES  FROM  (airport  name)  AIRPORT.  MAIN¬ 
TAIN  SPECIAL  V-F-R  CONDITIONS  UNTIL 
REACHING  V-F-R. 


482.  d.  NOTE  2. -Although  KSV7R 
clearances  authorize  flight 
only  within  control  zones,  e 
pilot  also  nay  elect  to  operate 
HSVFR  outside  of  the  control 
zone. 

483.  CLI13  TO  VFR 

Authorize  a  helicopter  to  climb 
to  VFR  upon  request  if  the  only 
weather  limitation  is  restrictec 
visibility. 

Phraseology i 

ClIIi3  TO  V-P-R  WITHIN  THE  CON¬ 
TROL  ZOiNEA'ITKIN  (a  specified 
distance  within  control  zone) 
MILES  FROM  9airport  name)  AIR¬ 
PORT,  MAINTAIN  SPECIAL  V-F-R 
CONDITION'S  UNTIL  REACHING  V-F-R. 


EXISTING 


PROPOSED 


473.  SEPARATION 
Apply  approved  separation  between: 

•.  Special  VFR  aircraft. 

b.  Special  VFR  aircraft  and  1FR  aircraft. 

<71  Not*.— Approved  separation  is  that  j  rcscriKed 
for  IFR  and  Special  VFR  in  ico  and  <*<■  fhdar 
vectors  are  authc-ri/.ed  as  prescribed  in  sso  (See 
paragraph  l.h.) 


476.  PRIORITY 

a.  FW/SVFR  flights  may  be  approved  only 
if  arriving  and  departing  IFR  aircraft  are  not 
delayed. 

<7« ».  Eiimpi*  1.— A  FW/SVFR  aircraft  has  been 
cleo'ed  to  enter  the  control  rone  and  subsequently  an 
IFR  aircraft  is  ready  to  depart  or  is  in  position  to 
begin  an  approach.  Less  overall  delay  might  accrue 
to  the  IFR  aircraft  if  the  FW/SVFR  aircraft  is 
allowed  to  proceed  to  the  airport  and  land,  rather 
than  leave  the  control  rone  or  be  repositioned  to 
provide  IFR  priority. 


484.  ALTITUDE  ASSIGNMENT 

Do  not  assign  a  fixed  altitude 
when  applying  vertical  separation 
but  clear  the  HSVFR  aircraft  at 
or  below  an  altitude  which  is  at' 
least  500  feet  below  any  conflict' 
ing  IFR  altitude. 

Phraseologyi 

MAINTAIN  SPECIAL  VFR  CONDITIONS 
AT  OR  BELOW  (altitude) 

485.  PRIORITY 

a.  HSVFR  flights  may  be  approved 
only  if  arriving  and  departing 
IFR  aircraft  are  not  delayed. 

485. a.  Example  l.-A  HSVFR  air¬ 
craft  has  been  cleared  to  enter 
the  control  zone  and  subsequently 
an  IFR  aircraft  is  ready  to  de¬ 
part  or  is  in  position  to  begin 
an  approach.  Less  overall  delay 
might  accrue  to  the  IFR  aircraft 
if  the  HSVFR  aircraft  is  allowed 
to  proceed  to  the  airport  and 
land,  rather  than  leave  the  con¬ 
trol  zone  or  be  repositioned  to 
provide  IFR  priority. 


RATIONALE!  The  rationale  for  the  proposed  para- 
graphs  4? 0  through  487  is  the  need  for  splitting 
the  present  Special  VFR  section  into  separate 
sections  covering  fixed-wing  special  VFR  (FW/SVFR) 
and  helicopter  special  VFR  (HSVFR)  procedures,  in 
an  effort  to  clarify  their  application  by  controllers. 
Paragraph  487  was  modified  slightly  to  cover  the 
separation  of  HSVFR  from  IFR  helicopter  traffic 
(not  previously  covered). 


S5>>> 


2-12-81 


EXISTING 
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1140  APPLICATION 

Control  a  apecia!  VFR  helicopter  by  visual 
separation  or  special  VFR  procedures  unless 
local  procedures  are  contained  in  a  Letter  of 
Agreement. 

mo  Non  —Control  of  IFR  helicopters  is  governed 
by  IFR  or  radar  procedures  and  minima. 

1141.  LOCAL  PROCEDURES 

At  locations  where  the  volume  or  complex¬ 
ity  of  helicopter  operations  warrants,  a  Lett,  r 
of  Agreement  shall  specify  that  special  VFR 
helicopters  are  required  to  mu  .itain  visual 
reference  to  the  surface  and  the  traffic  pat¬ 
terns,  routes  and  reporting  or  holding  fixes 
necessary  to  achieve  separation,  in  accordance 
with  the  following  minima: 

a.  Bet  ween  special  VFR  helicopters— 1  mile. 
You  may,  however,  use  200  feet  if  they  are  de¬ 
parting  simultaneously  on  diverging  courses 
and  you  can  determine  this  minimum  by  ref¬ 
erence  to  the  surface  markings  or  you  instruct 
one  to  remain  at  least  200  feet  from  the  other. 


*©  iiliis 


v  1  n.  mi. 


1141  •  Iliwti'Af  on  1 


IM  >> 


114  1a  III U  >  If  Jhor,  2 


PROPOSED 


486.  APPLICATION 

Control  a  special  VFR  helicopter  by  visual 
separation  or  special  VFR  procedures  unless 
local  procedures  are  contained  in  a  Letter  of 
Agreement. 

40  6 .  Hot* -Control  of  IFR  helicopters  is  governed 
by  IFR  or  radar  procedures  and  minima. 

48?.’  LOCAL  PROCEDURES 

At  locations  where  the  volume  or  complex¬ 
ity  of  helicopter  operations  warrants,  a  Letter 
of  Agreement  shall  specify  that  special  VFR 
helicopters  are  required  to  maintain  visual 
reference  to  the  surface  and  the  traffic  pat¬ 
terns,  routes  and  reporting  or  holding  fixes 
necessary  to  achieve  separation,  in  accordance 
with  the  following  minima: 

a.  Between  special  VFR  helicopters— 1  mile. 
You  may,  however,  use  200  feet  if  they  are  de¬ 
parting  simultaneously  on  diverging  courses 
and  you  can  determine  this  minimum  by  ref¬ 
erence  to  the  surface  markings  or  you  instruct 
one  to  remain  at  least  200  feet  from  the  other. 


48?.  a  Illustration 


J - 
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487..  WuSi'JtiCn  ? 


v  *.  ■,  %  ,% 

— . tEm  M. c  W..» 


EXISTING 


b.  Between  an  arriving  Special  VFR  heli¬ 
copter  and  an  arriving  fixed  wing  1FH  air¬ 
craft  executing  a  straight-in  approach: 

(1)  If  the  fixed  wing  aircraft  is  less  than 
1  mile  from  the  landing  threshold- V%  mite. 


kin.  ml— *4 


* 

I 

ft 


1ft4rb  (1)  tUustralion 

(2)  If  the  fixed  wing  aircraft  is  1  mile 
or  more  from  the  landing  threshold— i'-i 
miles. 


PROPOSED 

(487  continued) 

b.  Between  an  arriving  Special  VFR  heli¬ 
copter  and  an  arriving  fixed  wing  IFR  air¬ 
craft  executing  a  straight-in  approach; 

(1)  If  the  fixed  wing  aircraft  is  less  than 
1  mile  from  the  landing  threshold— Vi  mile. 

(2)  If  the  fixed  wing  aircraft  is  1  mile 
or  more  from  the  landing  threshold- l‘A 
miles. 


487.^.  Illustration 


c.  Between  an  arriving  fixed  wing  IFK  air¬ 
craft  executing  a  circling  approach  or  a  mi.v-cd 
approach  anil  an  arriving  Special  VKK  hcli 
copter-  2  unli  t. 


list  b  (?)  Illutl'tliOft 


c.  Between  an  arriving  fixed  wing  IKK  air¬ 
craft  executing  a  circling  approach  or  a  mi-  vd 
apjrronch  and  an  arriving  Special  VTK  hcli 


EXISTING 


PROPOSED 


^  Between  .1  departing  fixed  wing  JFR  dr- 
craft  and  a  Special  VFR  helicopter 

*  Jill  0,e/“ed  winC  aircraft  is  less  than 
w  n»Je  beyond  the  runway  cnd-Vi./nvie. 


d.  Between  a  departing  IFR  air 
craft  and  a  Special  VFR  heli¬ 
copter  1 

(1)  If  the  IFR  aircraft  is  less 
than  f  mile  beyond  the  runway 
end-t  mile. 


IFR  fixed- 
wing  or  IFR 
helicopter 


•xrvV-i-.VX 


1141.tf.fl)  ■luitrallon 

(2)  If  it  is  mDe  or  more  beyond  the 
rur.way  end-f  miles. 


487.d.(l)  Illustration 

(2)  If  it  is  i  mile  or  more  be 
yond  the  runway  end-2  miles. 


:  j  m.  ml 


IFR  fixed-  f 
wing  or  IFrI^ 
helicopter 


*  if  Hew. 
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>.•  *  v.v.v  *. . 

vX-  y  I; 

y>\ y'uy 
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isssagsgal 


11«1tf4»  tflutlr.ilon 

e.  Between  a  departing  Special  VFR 
helicopter  and  a  departing  fixed  wing  IFR  ai/. 
craft— %  mile,  if  courses  diverge  after  takeoff. 


f  «.d.(F)  Miuttretlon 


e.  Between  a  departing  Special 
VFR  helicopter  and  a  departing 
IFR  aircraft-i  mile,  if  course 
diverge  after  takeoff. 


IFR  fixed- 
wing  or  IFR 
helicopter 


ii4i.t. 


EXISTING 


PROPOSED 


!.  Between  an  arriving  fixed  wing  IFR  air¬ 
craft  and  a  Special  VKR  helicopter— sufficient 
separation  to2s$ure  that  the  helicopter  trikes  off 
on  a  diverging  course  before  the  aiming  air¬ 
craft  is  1  milt  from  the  airport 


f.  Between  an  arriving  IFR  air¬ 
craft  and  a  Special  VFR  heli¬ 
copter-sufficient  separation  to 
assure  that  the  helicopter  takes 
off  on  a  diverging  course  before 
the  arriving  aircraft  is  1  mile 
from  the  airport. 
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1141.1.  Illuthtlii 


487. f .  I'luitxlia 


1142-1149.  RESERVED 


EXISTING 


PROPOSED 


622.  minima  822.  (no  change) 

Unless  a  pilot  concurs  in  the  use  of  a  lower 
speed,  use  the  following  minima: 

a.  To  aircraft  operating  between  FL  280 
and  10,000  feet,  a  speed  not  less  than  250  knots. 

b.  To  turbojet  aircraft  operating  below 
10,000  feet: 

(1)  A  speed  not  less  than  210  knots,  ex¬ 
cept: 

(2)  Within  20  miles  of  the  airport  of 
intended  landing,  a  speed  not  less  than  170 
knots. 

c.  Propeller  aircraft  within  20  miles  of  the 
airport  of  intended  landing,  a  speed  not  less 
than  150  knots. 

d.  Departures,  a  speed  not  less  than  230 
knots. 

(insert)  ^ - - - e.  Helicopters  flying  on  instru 

ments,  a  speed  not  less  than  60 
knots. 


RATIONALE!  Helicopter  pilots  do  not 
like  to  fly  on  instruments  at  speeds 
less  than  60  knots,  due  to  possible 
control  difficulties  at  lower  speeds 
with  present  instrumentation.  Once 
in  the  clear,  with  outside  visual 
reference  to  the  surface,  they  can 
slow  to  lower  Epeeds  if  necessary. 


EXISTING 


PROPOSED 


$52.  STOL  RUNWAYS 


962.  STOL  RUN'', .'AYS 


STOL  r.;m'  ;sv*  fi.*\.ws: 

«.  A  STOL  rj:;v.ay  m.*iy  b*  as- 

jiyr.fd  only  when  rtc  ' c.«*.ed  by  the  j.ilot  or  ts 
sj.ocif:--d  in  a  Letter  of  Ayrtcrr.tnt  with  an 
aircraft  <>j ■ .  r:-.tor. 


Use  STOL  runways  as  follows! 


a.  A  designated  STOL  runway  nay  be 
assigned  to  a  fixed-wing  aircraft 
only  when  requested  by  the  pilot 
or  as  specified  in  a  Letter  of 
Agreement  with  an  aircraft  operator. 


b.  Ifsue  the  jncasurc-d  STOL  rurwav  le/.gth 
if  the  p :)ot  request 5  it. 


b.  designated  STOL  runway  nay  be 
assigned  to  a  helicopter  at  any  tine. 

c.  Issue  the  measured  SYCL  runway 
length  if  the  pilot  requests  it. 


RATIONALE!  It  is  advantageous  to 
keep  helicopter  and  fixed-wing 
traffic  separate,  wherever  possible 
There  is  no  danger  of  a  helicopter 
overshooting  a  STOL  runway.  Even 
though  helicopters  do  not  normally 
require  the  use  of  a  runway,  there 
is  no  reason  to  prohibit  them  f:  Dm 
using  a  STOL  runway  because  of  its 
limited  dimensions. 


2-12-81 


EXISTING 


•72.  TAXI  INFORMATION 

When  taxi  information  is  required,  issue  the 
following,  as  appropriate,  in  concise  and  easy  to 
understand  terms: 

a.  Route  for  the  aircraft  to  follow  on  the 
movement  area. 

•71*.  Not*.— Movement  of  aircraft  within  loading, 
maintenance,  or  parking  areas  is  the  responsibility  of 
the  pilot,  aircraft  operator,  or  airport  management. 

Phraseology: 

TAXI: 

VIA  (route)  or  ON  (runway  number  or  taxiway,  etc.) 
or  TO  (location)  or  (direction)  or  ACROSS  RUNWAY 
(runway  number). 

CONTINUE  TAXIING: 

VIA  (route)  or  ON  (runway  number  or  taxiway,  etc.) 
or  (direction). 

era*.  tumpi**.— 

“Turn  right  at  first  intersection."  “Taxi  straight 
ahead  to  end  of  runway,  then  turn  left." 

b.  Instructions  to  hold  and  traffic  information 
as  necessary. 

eras.  Not*.— When  authorizing  an  aircraft  to  “taxi 
to”  an  assigned  takeoff  runway,  the  absence  of 
holding  instructions  authorizes  the  aircraft  to  “cross" 
all  runways  which  the  taxi  route  intersects  except  the 
assigned  takeoff  runway.  It  does  not  include 
authorization  to  “taxi  onto"  or  “cross"  the  assigned 
takeoff  runway  at  any  point.  In  absence  of  holding 
Instructions,  a  clearance  to  "taxi  to"  any  point  other 
than  an  assigned  takeoff  runway,  is  a  clearance  to 
Cross  all  taxiways  and  runways  that  intersect  the  taxi 
route  to  that  point. 

Phraseology' 

HOLD: 

SHORT  OF  (location),  or  ON  (taxi  strip,  run-up  pad, 
•tc  ).  and  necessary  TRAFFIC  (traffic  information), 
or  FOR  (reason). 

e.  Instructions  to  expedite  a  taxiing  aircraft. 
Phraseology 

TAXI  WITHOUT  DELAY  (traffic  if  necessary). 


PROPOSED 


•72.  TAXI  INFORMATION 

When  taxi  information  ia  required,  issue  the 
following,  as  appropriate,  in  concise  and  easy  to 
understand  terms: 

a.  Route  for  the  aircraft  to  follow  on  the 
movement  area. 

•ria.  n*«*.— Movement  of  aircraft  within  loading 
maintenance,  or  parking  areas  is  the  responsibility  of 
the  pOot,  aircraft  operator,  or  airport  management 

Phraseology: 

TAXI: 

VIA  (route)  or  ON  (runway  number  or  taxjway,  etc  ) 
or  TO  (location)  or  (direction)  or  ACROSS  RUNWAY 

gun  way  number). 

ONTINUE  TAXIING: 

VIA  (route)  or  ON  (runway  number  or  taxiway,  etc  ) 
or  (direction). 

•71a.  — 

“Turn  right  at  first  Intersection."  "Taxi  straight 
ahead  to  end  of  runway,  then  turn  left." 

b.  Instructions  to  hold  and  traffic  information 
as  necessary. 

•rib.  Not*.— When  authorizing  an  aircraft  to  “tax: 
to”  an  assigned  takeoff  runway,  the  absence  of 
holding  instructions  authorizes  the  aircraft  to  "cross" 
all  runways  which  the  taxi  route  intersects  except  the 
assigned  takeoff  runway.  It  does  not  includ 
authorization  to  “taxi  onto”  or  “cross'’  the  assigne 
takeoff  runway  at  any  point.  In  absence  of  holding 
instructions,  a  clearance  to  "taxi  to"  any  point  other 
than  an  assigned  takeoff  runway,  is  a  clearance  to 
cross  all  taxiways  and  runways  that  intersect  the  tax 
route  to  that  point. 

Phraseology: 

HOLD: 

SHORT  OF  (location),  or  ON  (taxi  strip,  run  up  pad 
etc.),  and  if  necessary  TRAFFIC  (traffic  information), 
or  FOR  (reason). 

e.  Instructions  to  expedite  a  taxiing  aircraft. 
Phraseology: 

TAXI  WITHOUT  DELAY  (traffic  if  necessary). 


A94 


a>  T) 


PROPOSED 


972. d.  When  necessary  to  clear  a 
helicopter  to  ground  taxi  using 
wheels,  issue  instructions  using 
the  phraseology  in  paragraphs  a, 
b,  or  c  above.  For  helicopters 
with  skid-type  landing  gear,  use 
paragraph  e,  below. 

972, d.  NOTE. -Ground  taxi  uses 
less  fuel  and  minimizes  air  tur¬ 
bulence.  However,  under  certain 
conditions,  such  as  rough/soft/ 
uneven  terrain,  it  may  become 
necessary  for  a  helicopter  to 
air  taxi  for  safety  reasons. 
Helicopters  with  articulating 
rotors  (usually  3  or  more  main 
rotor  blades)  are  subject  to 
ground  resonance  and  may,  on 
rare  occasions,  suddenly  lift 
off  the  ground  to  avoid  severe 
damage. 

972. e.  When  necessary  to  clear 
a  helicopter  to  proceed  from 
one  point  to  another  via  flight 
at  or  below  100  feet  AGL,  use 
the  appropriate  phraseology 
except  as  follows  1 

Phraseology  1 

AIR  TAXI 

VIA  (direct  or  route  prescribed; 

TO  (location,  heliport,  helipad, 
movement/operating  areas,  in¬ 
active/active  runway) 

CAUTION  (wake  turbulence,  con¬ 
struction  equipment) 

LAND  AND  CONTACT  TOWER  OR  HOLD 
FOR  (reason,  landing/taxiing 
aircraft,  release,  clearance  to 
cross  runway,  etc.) 


EXISTING 


PROPOSED 

(972. e.  -  continued) 

Helicopters  vdth  articulating 
rotors  (usually  3  or  more  main 
rotor  blades)  are  subject  to 
ground  resonance  and  nay,  on 
rare  occasions,  suddenly  lift 
off  the  ground  to  avoid  severe 
damage. 

f.  When  necessary  to  clear 
a  helicopter  to  proceed  from 
one  point  to  another  via  flight 
at  or  below  100  feet  AGL,  use 
the  appropriate  phraseology 
except  as  follows* 

Phraseology* 

AIR  TAXI 

VIA  (direct  or  route  prescribed) 

TO  (location,  heliport,  helipad, 
movenent/operating  areas,  in¬ 
active/active  runway) 

CAUTION  (wake  turbulence,  con¬ 
struction  equipment) 

LAND  AI.’D  CONTACT  TOWER  OR  HOLD 
FOR  (reason,  landing/xaxiing 
aircraft,  release,  clearance  to 
cross  runway,  etc.) 

972.  f.  NOTE. -The  term  AIR  TAXI 
authorizes  a  helicopter  to  be 
operated  at  a  speed  determined 
to  be  safe  by  the  pilot  and  at 
an  altitude  of  not  more  than 
100  feet  AGL.  AIR  TAXI  is  the 
preferred  method  of  helicopter 
movement  on  airports,  if  traffic 
conditions  permit. 

972. f.  Reference  -  7110.653, 
1103,  1105,  Pilot/Controller 
Glossary  (air  taxi),  Alii. 

g.  >  The  downwash  of  a  hov¬ 
ering  helicopter  generates 
strong  surface  velocities  out 
to  a  radius  of  3  times  the 
rotor  diameter.  Where  pos¬ 
sible,  this  much  clearance 
should  be  kept  betv/een  the 
hovering  helicopter  and  parked 
light  aircraft. 


-  -  PROPOSE:: 

975.  iari  infornat ion  for  single 
piloted  helicopters  --  Issue 
xaxi  information  to  helicopters 
as  in  972  above  and  if  the  heli¬ 
copter  requires  nc  further  ta::i- 
instructions,  instruct  the  pilot 
to  r.oni tcr/ccntact  tower  on  the 
appropriate  frequency. 

975.  KOTI.-ihis  procedure  enables 
a  single  pilot  to  set  his  radio 
before  liftoff  anc  thereby  avoid 
having  to  land  before  changing 
to  the  tower  frequency. 

97 5.  Reference  -  7110.65..  -  35. 

976-979.  RESERVED 


EXISTING 


PROPOSED 


•9S.  TAKEOFF  clearance  995.  (no  change) 

Issue  takeoff  clearance . 


Pkrastology: 

CLEARED  FOR  TAKEOFF. 


It*.  Not*.— Turbine-powered  aircraft  may  be  con¬ 
sidered  ready  for  takeoff  when  they  reach  the  runway, 
unless  they  advise  otherwise. 

USA/USAF/USN:  Issue  surface  wind  and 

takeoff  clearance  to  aircraft. 


✓^996. 


Phrattolofy. 

WIND  (surface  wind  in  direction  and  velocity). 
CLEARED  FOR  TAKEOFF. 


TAKEOFF  CLEARANCE  FOR 
HELICOPTERS 


( insert ) 


a.  Issue  tkkeoff  clearance  for 
helicopter,  from  any  point  on 
the  airport  which  is  not  prohib¬ 
ited  from  such  use,  provided  the 
helicopter  is  visible  to  the 
tower.  Obtain  prior  approval  of 
the  ground  controller  when  the 
takeoff  point  is  other  than  an 
active  runway,  heliport,  helipad, 
or  designated  helicopter  depart¬ 
ure  area.  Include  wind  direction 
and  velocity  unless  this  require¬ 
ment  is  specifically  eliminated 
by  a  Letter  of  Agreement. 


996. a.  NOTE  1.  -  Whenever  possi¬ 
ble  issue  takeoff  clearance  in 
lieu  of  extended  ground  or  air 
taxi  operations. 


996. a.  NOTE  2.  -  Most  helicopter 
pilots  will  not  take  off  down¬ 
wind  if  the  wind  velocity  exceeds 
5  knots. 


Phraseology  1 

CLEARED  FOR  TAKEOFF  (wind  direc¬ 
tion  and  velocity,  unless  require¬ 
ment  specifically  eliminated  by 
Letter  of  Agreement) . 

AIR  TAXI  TO  (location  within  air¬ 
port  boundary) . 

HOLD  SHORT  OF  (runway,  taxiway, 
ramp,  or  other  point). 


(Code  name  of  route  specified  in 
Letter  of  Agreement)  DEPARTURE 
APPROVED. 


(insert  continued  on  next  page) 


EX I DTI L3 


( insert) 


S33.  CANCElLATlO.'l  Or  TAKEOt  .*  CLEARANCE 
Cancel  a  proviou-ly  issued  deman^e  for 
lakeof:  and  inform  the  jil  >t  of  the  rca.-on,  if 
circumstances  require. 

Pki-QMlt.gj; 

CANCEL  TAKEOfT  CLEARANCE  (reason) 
937-1009.  RESERVED  * - 


PROPOSED 

b.  Issue  t.akecff  approval  when  a 
helicopter  requests  takeoff  clear¬ 
ance  front 

(1)  An  area  not  visible  from 
the  tower. 

(2)  An  area  not  specifically 
designated  for  but  not  pro¬ 
hibited  from  helicopter  use. 

(3)  An  unlighted  area  at  night. 

Phraseology: 

r.’OI  111  SIC-:..1.  DEPARTURE  AS  RE¬ 
QUESTED  A?P  .CVED  (wind  direction 
and  velocity,  if  required) 

997.  (Renumber  existing  paragraph 
996). 


993-1009  RESERVED  (re.nunoer) 


RATI Oi .'ALE:  There  is  a  need  to  establish 
helicopter  departure  procedures  from 
areas  other  than  active  runways. 


A99 


EXISTING 


PROPOSED 


10:0.  L/.::r*i:.'G  c-  r.\rv\;.'CE  — 

I«.u:o  landing  chanincc.  Rcst-sto  llic  h'.fiding 
runway  whenever  there  Is  a  po.-dhihty  of  a 
conflict  with  another  aircraft  which  is  using 
or  is  ph  m.ing  to  use  another  runway. 

PI.  rj  •  '.t  sjj: 

CI.KA  l:KI)  TO  I  .A  NT) 
or 

CI.KA, kill)  TO  I. ANT)  klW.VAY  (dc 

(insert; 

VS.VUSM'/VSN 
Issue  surface  wind  and  landing  clearance. 
Restate  the  landing  runway  whenever  there  is 
a  possibility  of  a  conflict  with  another  aircraft 
which  is  using  or  is  planning  to  use  another 
runway. 

Pl.r.i.  ■ 

WIND  (surface  wind  dirvition  and  velocity), 
CI.KA r-.KI)  TO  I. AND 

Or 

WIND  (surface  wind  dir«.<ti>n  and  vcT"itv), 
CI.KA  It ! ! I)  TO  I.  AND  '.NAVA  Y  (■)  ign.-.t.'T). 

icit.  l.*;:di,:c  cl  *•*.*.:  v.'ir;::ur  vr'JM 

o  ;  a  A..-'.'  no:  j 

V, an  arriving  aiin.if*  reports  at  a  f*rsi- 
tir.it  •..]•;  re  he  >h-..;M  he  .ec\  r.  hut  has  not  hic-n 
vi;i:  lly  oh.-erved,  advi.  c  the  aircraft  as  a  part 
of  the  landing  eh  ranee  that  it  is  not  in  sight 
nr.  !  r«  tc  the  landing  runway. 


■(Renumber  to  1020. a) 
r 

1020. b.  Issue  landing  clearance 
for  helicopters!  to  any  point  or. 
the  airport  which  is  not  prohib¬ 
ited  for  such  use,  provided  the 
landing  point  is  visible  from 
the  tower.  Obtain  prior  approval 
of  Ground  Controller  when  land¬ 
ing  point  will  be  other  than 
active  runway.  Include  wind 
direction  and  velocity  if  land¬ 
ing  will  be  made  downwind. 

Phraseology') 

REQUESTED  LANDING  AREA  NOT 
VISIBLE. 

^LANDING  AS  REQUESTED  APPROVED. 


RATIONALE »  Helicopters  do  not  require 
a  runv/ay  for  landing.  It  is  usually 
advantageous  to  separate  helicopter  and 
fixed-wing  traffic  on  different  flight 
paths.  Landing  as  near  as  practicable 
to  final  destination  on  airport  saves 
time  and  fuel  for  helicopters. 


A100 


EXISTING 


PROPOSED 


10:5.  CLOSED  TRAFFIC 

Apjrove'disapprove  pilot  requests  to  re- 
rr  >'!:  in  closed  traffic  for  successive  operations 
surest  to  local  traffic  conditions. 

Pr.  'lailogy: 

IF VT  RIGHT  (if  required*  CLOSED  TRAFFIC 
APFKOVED.  REPORT  (po-ition  if  required) 
or 

ENABLE  CLOSED  TRAFFIC  (additional  informa- 
IK.-",  a:  required! 


/ 


1027.  HELICOPTER  TRAFFIC  PATTERNS 

a.  Approve  helicopter  traffic  patt¬ 
ern  operations  based  on  takeoff/ 
landing  points  other  than  active 
runways,  when  use  of  runways  is  not 
desirable  due  to  traffic  volume  or 
noise  considerations,  in  accordance 
with  the  following! 

(1)  when  requested  by  pilot; 

(2)  when  authorized  by  a  Letter  of 
Agreement  with  the  operator. 

b.  When  operations  are  not  covered 
by  Letter  of  Agreement,  issue  suff¬ 
icient  instructions  to  avoid  inter¬ 
ference  between  traffic  pattern  op¬ 
erations  and  other  traffic  movements. 

c.  Control,  restrict,  or  cancel 
operations  in  helicopter  traffic 
pattern  in  order  to  prevent  delays 
to  itinerant  traffic. 

d.  Instruct  pilots  using  the  heli¬ 
copter  traffic  pattern  to  maintain 
visual  separation  from  other  heli¬ 
copters  operating  in  the  same  pat¬ 
tern.  If  this  provision  is  a  part 
of  the  Letter  of  Agreement,  it 
need  not  be  issued  to  individual 
aircraft. 

1027.  KCTE.  -  Host  helicopter  cock¬ 
pits  are  configured  for  the  pilot 
to  occupy  the  right  seat.  This 
factor  makes  the  use  of  right-hand 
patterns  preferable  in  the  inter¬ 
ests  of  cockpit  visibility. 


1027-1039.  RESERVED 


1028-1039  RESERVED  ( renumbered ) 


I  RATIONALE  1  There  is  a  need  to  establish 

procedures  for  helicopter  operations  in 
closed  patterns,  and  to  clarify  why  right 
hand  patterns  are  preferable  for  most 
helicopters . 

! 


HELICOPTER  ASSOCIATION 


1156  15th  St.,  N.W. ,  Suite  610,  Washington,  D.  C.  20005  (202)  466-2420  Telex  89615 

February  20,  1981 


MEMORANDUM  NO.  10 

TO:  HAA  SPECIAL  HELICOPTER  ATC  STUDY  WORKING  GROUP 

HAA  ATC  SUBCOMMITTEE 

CC:  Ray  Hilton  -  FAA  Technical  Monitor 

Glenn  Leister  -  FAA  ATS  Liaison 

FROM  Glen  A.  Gilbert,  Program  Manager, 

HAA/FAA  Helicopter  ATC  Study  Project 

1.  To  supplement  my  Memo  No.  9,  I  am  also  enclosing 
copies  of  the  following  FAA  Air  Traffic  Service  Docments: 

a)  Speech  on  January  20,  1981,  by  Glenn  A  Leister,  FAA 
Air  Traffic  Specialist,  FAA  Air  Traffic  Service  (AAT-320.  10)  pre¬ 
sented  before  the  HAA  joint  ATC/TERPS  meeting  at  the  Annual  HAA 
(HAI)  Convention  at  Anaheim. 

b)  Summary  of  the  FAA  ATS  Proposed  Terminal  ATC  Pro¬ 
cedures  for  Helicopters,  Handbook  7110.  65B,  dated  7/22/80. 

c)  FAA  ATS  ATC  7110.  65B  Proposals  to  HAA  (dates  during 
latter  part  of  1980). 

2.  Please  review  these  documents  carefully  in  relation  to  the 
draft  documentation  sent  w-ith  my  Memo  No.  9.  All  combined  inputs 
should  be  sent  in  to  me  by  March  16  per  my  Memo  No.  9. 

3.  This  is  an  ideal  opportunity  for  all  interested  in  heli- 
copter/ATC  procedural  interface  to  express  their  views. 


IMPROVING  AT C  SERVICE  FOR  HELICOPTERS 


HAA  ATC/TERPs 
i/22/81 


Last  July,  the  Air  Traffic  Service  initiated  a  series  of 
proposed  revisions  to  the  ATC  Controller  Handbook  and  the  Pilot- 
Controller  Glossary.  These  proposals  were  sent  to  industry/user 
organizations,  the  military  services  and  our  FAA  Regional  Offices 
for  comments  and  recommendations.  The  basis  for  this  effort  was 
an  awareness  of  the  need,  brought  about  through  meetings  such  as 
KAA  workshops,  FAA  Systems  Research  and  Development  Service  activities 
and  our  recional/f leld  visits  with  users  and  facilities.  The  1980 
Air  Traffic  goals  and  objectives  identified  the  need  to  update  ATC 
procedures  and  improve  service  to  helicopters.  We  think  this  effort 
can  help  conserve  fuel,  minimize  in-flight  delays  to  users  and 
enhance  safety  in  the  terminal  environments. 

Our  approach  has  been  to  concentrate  on  VFR  and  Special  VFR 
procedures  since  we  believe  this  will  yield  the  greatest  benefits  to 
the  largest  number  of  helicopter  operators  and  users.  During  our 
field  visits,  it  was  surprising  to  learn  how  many  pilots  and  control¬ 
lers  felt  there  was  no  need  to  revise  any  ATC  procedures  for  helicopters 
This  is  not  to  say  none  were  needed  but  it  may  be  a  tribute  to  the 
professionalism  of  helicopter  pilots  and  controllers  in  getting  the  Job 
done  at  the  local  level  while  maintaining  an  enviable  safety  record. 

During  the  next  few  minutes,  I  will  give  you  an  overview  of  our 
proposed  revisions  and  mention  the  current  status  if  appropriate.  I 
will  also  mention  a  few  Air  Traffic  activities  and  plans.  Afterwards, 

I  will  respond  to  questions  or  discuss  detailed  individual  issues  during 
the  breaks.  Although  the  comment  period  for  input  is  past,  I  will 
still  be  happy  to  include  your  concerns  and  recommendations  in  the 
final  analysis  of  the  proposals. 

The  proposed  Radio  Communications  Transfer  procedure  is  a  technique 
to  encourage  controllers  to  avoid  issuing  frequency  changes  to  single- 
piloted  helicopters  at  an  inopportune  or  critical  time.  The  procedure 
will  be  applied  only  if  the  controller  has  knowledge  that  the  helicopter 
has  a  single  pilot,  or  upon  pilot  request. 


Taxiing  definitions  have  been  proposed  to  distinctly  describe 
the  kind  of  ground  movement  intended  or  expected  to  be  performed. 
The  word  "taxi"  applies  to  helicopters  in  the  same  manner  as  air¬ 
planes.  "Hover  taxi"  describes  ground  movement  in  ground  affect  not 
above  25  feet.  "Air  taxi",  the  preferred  method  to  be  used  for 
helicopters  allows  the  pilot  to  proceed  via  either  a  hover  taxi  or 
flight  out  of  ground  effect  but  not  above  100  feet.  This  should 
help  expedite  arrivals/departures  while  conserving  fuel. 

These  definitions  become  the  basis  for  improved  taxi  procedures  in 
the  controller  handbook.  Ke  have  also  included  notes  to  alert  control 
lers  to  a  helicopter's  characteristics  such  as  ground  resonance,  high 
fuel  consumption  during  hovering,  and  rotorvash  during  hover  taxiing. 
Phraseology  examples  are  also  intended  to  use  language  characteristic 
to  helicopter  operations,  e.g.,  Use  caution,  loose  debris,  light 
aircraft,  etc. 

The  proposed  definitions  for  Landing/Takeoff  Areas,  Operating  Areas 
Landing  Sites ,  Helipads  and  Heliports  ere  intended  to  facilitate  air 
traffic  control  as  well  as  establish  a  common  understanding  of  the 
different  kinds  of  areas  from  which  helicopters  operate.  We  have 
attempted  to  remain  within  the  existing  framework  of  operations, 
procedures  and  publications. 

Helicopter  flexibility  makes  flight  possible  to  or  from  almost  any. 
where  on  the  airport.  This  may  create  problems  for  controllers 

having  a  limited  view  or  knowledge  of  the  area  to  or  from  which  flight 
is  requested.  5ome  locations  identify  and  mark  helicopter  operating 
areas — others  do  not,  at  least  until  a  problem  occurs.  We  are 
endeavoring  to  evolve  common  terms  of  reference  to  provide  you  the 
best  aervice  possible.  Yet  situations  do  arise  that  require  controlle 
to  rely  entirely  upon  pilot  judgment  or  knowledge  of  airport  proce¬ 
dures  and  safe  operating  practices.  Therefore  we  must  develop  words 
assure  that  responsibility  for  the  operation  is  properly  understock 


The  Takeoff  and  Landing  proposals  address  departure®  and  arrivals 
from  areas  other  than  active  runways.  Concepts  encourage  efficient 
operation  to  minimize  taxiing  and  conserve  fuel.  The  issuance  of 
wind  will  be  deleted  since  it  is  already  covered.  A  modification  to 
runway  exiting  procedures,  normally  used  for  airplanes,  should  expedite 
arrival  clearances  to  helicopters,  since  timing  is  not  critical. 

The  Closed  Traffic  proposal  is  designed  to  formalize  procedures 
in  use  at  many  locations  and  to  encourage  simultaneous  non-interfering 
operations  while  other  aircraft  use  active  runways.  These  kinds  of 
operations  maximize  use  of  sod  areas  between  runways  or  portions  of 
inactive  runways  for  training  and  maintenance  flights. 

The  Helicopter  Separation/Aircraft  Categories  proposal  affects 
simultaneous  parallel  operat 1 ons--same  direction  and  opposite  direc¬ 
tion.  Existing  procedures  are  inadequate  and  do  not  properly  address 
the  mix  of  airplanes  and  helicopters.  One  table  addresses  both,  and 
a  separate  table  addresses  separation  between  helicopters  which  we 
believe  should  be  less.  The  helicopter  table  is  not  limited  to  same 
direction  or  opposite  direction  operations.  The  "Category  defini¬ 
tions  are  solely  for  Air  Traffic  purposes  and  are  proposed  to  include 
helicopters  in  the  three  categories  along  with  airplanes  of  similar 
size  so  that  less  separation  is  applied  in  lieu  of  "all  other"  or 
Category  III  which  covers  everything  above  12,500  lbs.  The  Cat  I 
portion  may  be  revised  from  6500  lbs  to  6000  lbs.  The  proposal 
could  reduce  separation  even  further  between  two  helicopters  at 
full  operating  RPK.  The  major  problem  here  is  how  a  controller  can 
determine  full  operating  RPM.  I  should  emphasize  that  these  separa¬ 
tion  criteria  are  for  controller  application  and  would  not  be  restric¬ 
tive  at  uncontrolled  fields  or  heliports. 

Special  VFR.  From  a  control  standpoint,  Special  V7R  is  really 
an  IFR  procedure,  requiring  specified  separation  from  IFR  aircraft. 

As  you  know,  helicopters  enjoy  the  benefit,  sometimes, of  this  unique 
method  for  VFR  flight  in  an  otherwise  IFR  environment.  If  a  heli¬ 
copter  encroaches,  if  you  will,  in  the  "neutral  zone"  an  incident 
could  occur  which  must  be  investigated.-  Safety  could  be  jeopardized 


and  the  pilot  or  controller  reeponeiblity  questioned.  As  you  know, 
there  Is  vide  variance  In  the  methods  used  for  Special  VFR  helicopter 
operations.  Traffic  density,  airspace  availability,  IFR  acceptance 
rates  and  demands,  topography,  multiple  airport*  or  even  personali¬ 
ties  and  attitudes  are  factors.  We  believe  our  proposal  provides 
some  innovative  techniques  to  make  Special  VFR  operations  more 
efficient  and  useful.  Options  would  Include: 

-  Letters  of  agreement  as  is  done  now. 

-  Use  of  special  procedures  or  charts  describing  or  depicting 
visual  references,  navigational  references,  routes,  holding  points, 
or  checkpoints  to  achieve  separation. 

Use  of  topographical  features ,  prominent  landmarks,  or  other 
means  to  insure  separation  with  minimum  pilot-controller  communication. 

Use  of  radar.  I  might  mention  that  transponders  with  Mode  C 
are  of  tremendous  benefit  to  controllers  and  greatly  enhance  confidence 
in  these  kinds  of  operations  involving  minimim  or  non-interfering 
separation . 

-  Reduction  of  visual  separation  between  helicopters  when 
visual  separation  can  be  applied  by  pilots  or  controllers. 

-  Use  of  altitude  500  feet  below  minimum  vectoring  altitude,  or 
lower  if  pilot  concurrence  is  received.  The  pilot  concurrence  may  be 
revised  to  be  at  pilot  request ,  particularly  at  night. 

Stage  III  separation  as  described  in  the  proposal  is  being 
reviewed  because  of  the  potential  impact  it  might  have  on  users.  It 
would  be  desirable  to  provide  the  same  type  separation  as  is  applied 
with  airplanes,  or  the  mix  or  airplanes  and  helicopters,  except  we 
would  add  the  exception  for  helicopters  to  be  vectored  5u0'  below 
MVA's.  It  appears  that  some  form  of  visual  separation  might  be 
possible  to  bridge  the  gap,  such  as  the  use  of  landing  lights  in 
addition  to  traffic  advisories.  A  new  proposal  will  have  be  developed 
and  circulated  for  comments. 

The  proposals  I  have  Just  discussed  ere  currently  being  analyzed 
and  some  may  become  effective  in  July  or  October.  Final  action  on 
on  the  proposals  includes  notification  to  user  organizations  .  Action 
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will  be  supplemented  with  material  in  the  Airman’s  Information 
Manual  to  explain  the  procedures  to  pilots  to  help  assure  under¬ 
standing.  Controversial  issues  will  either  be  modified  or  new 
proposals  issued  to  achieve  the  best  possible  solution.  In  some 
instances,  it  may  be  necessary  for  the  military  to  establish 
modified  AT£  procedures  for  certain  military  purposes  although 
we  make  every  effort  possible  to  apply  standardized  civil/military 
procedures . 

Before  I  entertain  questions,  I  would  like  to  mention  some  other 
Air  Traffic  activities  and  future  plans  which  may  be  of  interest  to 
you. 

As  a  result  of  the  work  of  Helicopter  Safety  Advisory 
Conference  and  the  FAA  Southwest  Region,  Air  Traffic  has  developed 
the  U.S.  Gulf  Coast  Sectional  Chart  to  provide  flight  information 
for  low  flying  aircraft  operating  into  and  around  the  Gulf  of  Mexico 
The  chart  includes  extended  offshore  coverage,  oil  leasing  grids, 
the  identification  of  high  intensity  helicopter  operating  areas  and 
the  exclusion  of  information  not  pertinent  to  low  flying  operations. 

Air  Traffic  has  interfaced  RNAV  and  other  IFR  separation  cri¬ 
teria  to  support  IFR  LORAN  C  operations  in  the  Off-shore  IFR  system 
developed  by  Houston  Air  Route  Traffic  Control  Center. 

-  We  are  conducting  a  review  of  VFR  Charts  with  input  from  other 

FAA  offices  to  determine  what  can  be  done  to  improve  the  usefulness  of 
Sectional  and  Terminal  Area  Charts  for  the  user.  A  major  portion 

of  the  initial  user  input  has  been  from  helicopter  pilots.  When  these 
concepts  are  sufficiently  developed  into  prototype  charts, 

the  aviation  public  will  be  asked  for  comments  and  recommendations. 

The  Terminal  Air  Traffic  Procedures  Branch  is*  working  on  a 
concept  for  VFR/Special  VFR  Terminal  charts  where  there  is  a  demonstrate: 
need  to  depict  helicopter  routes.  This  may  or  may  not  be  a  part  of 
the  VFR  Chart  review. 

-  We  are  also  involved  in  the  development  of  new  systems  such*as 
MLS,  LORAN  C,  Airborne  Radar  Approaches  and  will  be  looking  for  new 
techniques/ideas  to  support  these  programs  and  future  user  needs. 


Within  th*  lest  few  months,  key  Air  Traffic  executive  changes 
have  included  Mr.  Ray  Van  Vuren,  the  Director  of  Air  Traffic  Service; 
Mr.  Willard  Reazin,  Chief,  Air  Traffic  Procedures  Division;  Mr.  Keith 
Potts,  Chief,  Airspace  and  AT  Rules  Division,  and  Mr.  Walter  Mitchell, 
Chief,  Terminal  Procedures  Branch.  Personally,  I  have  been  very 
impressed  with  the  teehlcal  competence,  dedication,  and  sensitivity  tc 
the  needs  of  the  aviation  system  users  Including  helicopter  operators 
and  users. 

In  summary,  we  believe  Air  Traffic  and  other  involved  offices 
are  going  to  be  very  responsive  and  supportive  of  your  needs.  But 
even  more  Important,  the  local  facilities  and  Regional  offices  are 
the  Action  people  who  really  make  the  system  work  for  you.  Get  to 
know  them,  your  Air  Traffic  System,  and  be  aware  of  their  problems. 

But  above  all,  help  them  learn  your  capabilities  and  vour  requirements 
so  that  your  problems  can  be  solved  in  an  atmosphere  of  mutual  respect , 
Thank  you.  Do  you  have  any  questions? 


AM- 3  20 


7/22/80 


SUBJECT:  Sxxrnary  -  Proposed  Terminal  ATC  Procedures  for  Heliaopters, 
Handbook  7110. 65B 


26d.  Radio  Cornunicaticns  Transfer.  Proposes  a  reco mended  technique 
to  facilitate  control  transfer  of  single-piloted  helicopters. 

4/8,  479.  Special  VTR  i-clioopter  Operations /Separation.  Proposes  revised 
requirements  for  LQA's,  more  latitude  for  facility  chiefs  in  the  develop¬ 
ment  of  Special  VFR  routes/procedures ,  revises  criteria  and  clarifies 
wording.  Proposes  simplified  criteria  (TPS^)  and  propose'  heliaopter 
operations  500 '  below  minimcr  vectoring  altitudes  to  enhance  separation 
frcn  airplanes. 

972.975.  Taxi  Information.  Preposes  glossary  definitions  and  techniques 
for  handling  helicopters  during  ground  taxiing  (with  wheels) ,  hover  taxiing, 
and  air  taxiing  operations.  Encourages  energy  conservation  through  direct 
routing  where  possible. 

997.  Heliaopter  Takeoff  Clearance.  Proposes  methods,  based  on  ccmor. 
techniques  already  in  use  at  many  locations,  to  issue  takeoff  clearance 
from  areas  other  than  active  runways  where  conditions  permit.  Addresses 
operations  from,  "non-designated  areas”  to  assure  Airport  Manager/Flicht 
Standards  involvement  and  proposes  language  "at  your  own  risk”  when  the 
operation  is  from  non- visible  or  non-designated  areas. 

1020b, c.  Helicopter  Lar.dinc  Clearance.  Proposes  methods  similar  to  997 
above  and  includes  illustrations  as  does  997.  The  term  'at  your  own  risk' 
addresses  co-run  situations  where  helicopter  pilots  request  clearance  to  land 
at  umarked,  unlighted  areas  or  non- visible  areas  where  obstructions  might 
exist,  997  &  1020b, c  minimize  excessive  taxiing  and  conserve  fuel. 

1023.  Runway  Exitinc.  Proposes  an  exception  for  helicopters  under  certain 
conditions  to  facilitate  helicopter  movements. 

1027.  Helicopter  Closed  Traffic.  Proposes  procedures  fer  simultaneous 
helicopter  traffic  patterns  in  areas  lot  interfering  with  runway  traffic 
patterns.  Dqplains  that  most  helicopters  are  piloted  from  the  right-hand 
side  of  the  cockpit. 

1103-1105.  1110a.  Simultaneous  Operations,  Aircraft  Cateccnes.  Integrates 
helicopters  and  fixed  wing  in  the  Simultaneous  Same  Direction/Cpposite  Direc¬ 
tion  tables,  and  includes  helicopters  in  appropriate  Aircraft  Categories  I, 
II,  and  III.  Current  language,  by  amission,  plaaes  all  helicopters  in  Cate¬ 
gory  III,  (All  others),  which  is  unduly  restrictive  to  light  helicopters. 
Establishes  a  new  table  for  helicopter  (cr-ly)  operations  and  proposes  new 
separation  criteria.  Addresses  further  reduction  of  separation  for  heli¬ 
copters  operating  in  close  proximity  and  identifies  operator/pilot  responsi¬ 
bilities  for  special  operations. 

1283,1284,  TF.SA  Stage  III  for  Helicopters.  Clarifies  current  language  to 
assure  helicopters  have  visual  contact  with  other  heliccpters  before  dis¬ 
continuing  separation  service  when  unnecessary  for  helicopters. 
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JUL  2o  1BB0 


Subject:  Radio  Communications  Transfer 


7110.65-26d 


I.  RACKGROUND .  The  purpose  of  this  proposed  change  is  to  alert  controllers 
to  the  characteristics  of  helicopters  and  the  potential  hazard  involved  vhen 
a  single-piloted  helicopter  is  requested  to  change  radio  frequency  while  oper¬ 
ating  close  to  the  ground.  Related  proposals  are  planned  to  revise  para  972 
and  add  a  new  paragraph  975. 


11.  PROPOSAL . 

Bandbook  _?1 1_0 . 65B-26d  ([added)  Avoid  issuing  a  frequency  change  to  single-pilot¬ 
ed  helicopters  that  ere  taxiing,  hovering,  or  while  flying  near  the  ground.  In 
an  emergency  or  critical  situation,  relay  the  necessary  control  instructions 
until  the  pilot  is  able  to  change  frequency. 


26d  Note.  Most  single-piloted  helicopters  require  the  use  of  both  hands  and 
feet  to  maintain  control.  Although  flight  control  friction  devices  assist  the 
pilot,  changing  frequency  could  result  in  loss  of  control.  If  in  doubt,  query 
the  pilot  as  to  his  ability  to  change  frequency. 


26d  Reference.—  71 10 . 65B-975 


If  you  have  any  questions  or  wish  to  discuss  the  matter,  please  contact 
Hr.  Clenn  Leister,  AAT-320.10,  telephone  number  (202)  426-8511. 
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Chief,  Terminal  Operations  and  Procedures  Branch 
ATC  Operations  and  P  ocedures  Division 
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Subject:  Pilot-Controller  Glossary  Definitions 

I.  BACKGROUND.  These  definitions  ere  intended  for  use  ss  a  part  of  the  pro¬ 
posed  change  to  7110.65S-972  d,  e,  and  f.  These  terns  should  more  accurately 
lefine  the  helicopter  operation  being  conducted  and  inprove  pilot-controller 
understanding . 

II.  PROPOSAL. 

TAXI  .  .  .  (existing  definition  )  .  Also  used  to  clear  a  helicopter  equipped 
vlth  wheels  to  ground  taxi  from  one  point  to  another,  normally  via  movement 
areas.  See  AIR  TAXI,  HOVER  TAXI,  AIM,  7110. 65B-972 . 

HOVER  TAXI.  Used  to  clear  a  helicopter  or  VTOL  aircraft  to  proceed  from  one 
point  to  another  at  relatively  slow  speed,  normally  in  ground  effect  not  above 
25  feet  AGL.  See  TAXI,  AIR  TAXI,  AIM,  7110.65B-972 . 

AIR  TAXI.  Used  to  clear  helicopters  or  VTOL  aircraft  to  proceed  from  one 
point  to  another  for  ground  movement  or  on-airport  operations,  but  not  to 
cross  active  runways  unless  specifically  cleared.  The  aircraft  may  proceed 
via  a  hover  taxi  or  flight  within  a  safe  and  reasonable  airspeed/altitude  as 
determined  by  the  pilot,  but  normally  not  above  100  feet  AGL.  See  TAXI,  HOVER 
TAXI,  AIM,  71 10. 65B-972 . 

If  you  have  any  questions  or  wish  to  discuss  the  matter,  please  contact  Mr. 
Glenn  Leister,  AAT-320.10,  telephone  number  (202)  426-8511. 
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Proposal  71 1 0.652-572  ,  975 


SUBJECT:  Taxi  Irfarmaticn 


I.  B^3CBCWD: 

This  proposal  is  intandsd  to  establish  defined  terminology 
and  phraseology  for  use  in  the  ground  sovoient  of  helicopters . 

The  only  term  currently  defined  is  "air  taxi"  which  is  found 
in  a  note  to  paragraph  1130.  That  definition  is  really  just 
an  explanation  that  it  is  an  operation  "normally  not  above 
10  feet,"  which  is  not  realistic  with  today's  helicopters. 

This  proposed  procedure  and  the  definitions  in  an  accompanying 
proposal  are  designed  to  sore  accurately  describe  the  actual 
helicopter  operation  being  conducted.  The  proposed  revision 
in  paragraph  975  is  also  related  to  another  separate  proposal 
end  is  intended  to  provide  for  the  transfer  of  radio  ocnnunications 
to  the  appropriate  ATC  duty  position  within  the  tower;  e.g., 
ground  control  or  local  (tower)  control.  The  use  of  notes  to 
the  procedures  are  planned  for  the  purpose  of  educating  controllers 
on  helicopter  capabilities. 

II.  PROPOSAL 

7110.65B-972  -  Add  subparagraph  d,  e,  and  f  to  read  as  follows: 

972. d.  When  necessary  to  clear  a  helicopter  to  ground  taxi  using 
wheels,  issue  instructions  using  the  phraseology  In  paragraphs  a, 
b,  or  c  above.  For  helicopters  with  skid-type  landing  gear,  use 
paragraphs  e  or  f  belcv  as  appropriate. 

972  .d.  Note.  -  Ground  taxiing  uses  less  fuel  and  minimizes  air 
turbulence.  However,  under  certain  conditions,  such  as  rcugh/soft/ 
uneven  terrain,  it  may  became  necessary  for  a  helicopter  to  hover 
taxi  os:  air  taxi  far  safety  considerations.  Helicopters  with 
articulating  rotors  (usually  3  or  more  main  rotor  blades)  are 
subject  to  "ground  resonance"  and  nay  on  rare  occasions, 
suddenly  lift  off  the  ground  to  avoid  severe  damage/destruction. 

972. e.  When  necessary  to  clear  helicopters  or  VTOL  aircraft 
to  proceed  at  a  relatively  slow  speed;  e.g.,  hover  taxi  in 
ground  effect,  from  one  point  to  another,  use  the  appropriate 
phraseology  in  paragraphs  a,  b,  or  c  above  except  as  follows: 

Phraseology: 

HCT^R  TAXI: 

GALTnCK  (dust,  blcving  snow,  loose  debris,  light  aircraft, 
personnel,  etc.) 


972. e.  Note.  -  Wten  hovering,  a  helicopter  or  VIOL  aircraft  consumes 
fuel  at  a  high  turn  rate.  At  airspeeds  above  approximately  20  knots, 
helicopter  fuel  ccnsr^tion  is  reduced,  the  ground  cushion  air 
turbulence  (rotor  wash)  recedes,  and  wake  turbulence  catrences. 

972. e.  References.  -  7110.65B-26.d. ,  Pilot/Ocntroller  Glossary  (hover  taxi) 
AIM. 


972. f.  Whan  necessary  to  clear  a  helicopter  or  VIOL  aircraft  to 
proceed  from  one  point  to  another,  either  via  hover  taxi  or  flight 
at  pilot  option,  use  the  appropriate  phraseology  in  paragraphs  a, 
b,  or  c  above  except  as  follows: 

Phraseology: 

AIR  TAXI 

VTA  (direct  or  route  prescribed) 

TO  (location,  heliport,  helipad,  movement/ operating  areas,  inactive/artive 
runway) 

REMAIN  AT  OR  BELCfc.'  (altitude,  if  required) 

CALTia;  (wake  turbulence,  construction  equipment) 

REMAIN  WELL  CLEAR  or  AVOID  (light  fixed-wing  taxiing,  vehicles, 
personnel) 

LAV’D  AND  CONTACT  TOWER  OR  HOLD  FOR  (reason,  landing/ taxiing  aircraft, 
release,  clearance  to  cross  runway,  etc.) 

972. f.  Note.  -  The  term,  AIR  TAXI  authorizes  a  helicopter  or  VIOL 
aircraft  to  be  hover  taxiied  or  flown  within  a  reasonable  altitude  or 
airspeed,  whichever  is  determined  by  the  pilot  to  be  the  safer  and  more 
operationally  expedient  method  for  movement.  AIR  TAXI  is  the  preferred 
method  for  helicopter  movements  cn  airports  provided  ground  operations/ 
conditions  permit. 

972. f.  Reference  -  71l0.65B-26.d. ,  1103,  1105,  Pilot/Controller  Glossary 
(air  taxi) ,  AIM. 

975.  Taxi  information  for  single  piloted  helicopters.  Issue  taxi 
information  to  helicopters  as  in  972  above  and  if  the  helicopter 
requires  no  further  taxi  instructions,  instruct  the  pilot  to 
monitor/ con  tact  tower  cn  the  appropriate  frequency. 

Note.  -  This  procedure  er-ables  a  single  pilot  to  set  his  radio  before 
liftoff  and  thereby  avoid  having  to  land  before  making  the  frequency 
change  to  tower. 
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FAA  farm  T000  1  13  »•>  BU’IRttOtS  *R*  viOuS  IDiTiOn 


JUL  2  3  1980 


Subject:  Definition  of  Helicopter  Landing  Areas,  Helicopters,  Landing  Site, 
Helipad  and  Heliport. 

I.  BACKGROUND: 

Several  terms  have  become  commonplace  to  describe  locations  where 
helicopters  land  and  takeoff.  This  proposal  defines  each  of  the 
terms  currently  in  use.  While  it  would  be  desirable  to  reduce  the 
number  of  definitions  involved,  each  has  specific  characteristics 
and  usage  which  are  not  necessarily  applicable  to  the  others.  These 
definitions  should  assist  the  users  and  managers  of  the  system  by 
clarifying  what  is  meant  when  a  particular  term  is  used.  Air  traffic 
control  procedures  (in  separate  proposals)  apply  these  terms  to  control 
of  helicopters. 

II.  PROPOSAL : 

HELICCPTER  LA.,:::K3/TA?:E0FF/0?;P.ATIK3  AREA  -  An  area,  site,  heliport, 
or  portion  cf  a  strip/ taxiway /runway  useo  for  helicopter  landings 
and  takeoffs.  The  area  may  or  may  or  may  not  be  marked  or  lighted  and 
is  the  point  where  a  takeoff  begins,  an  approach  ends  or  a  landing  is 
made.  An  operating  area  may  be  a  takecff/landi.ng  area  or  may  be  used 
for  low  level  operations  such  as  hovering  ar.d  training. 

HELICOPTER  LAMING  SITE  -  A  location  used  for  helicopter  takeoffs  ar.d 
landings  or.  a  one-time,  temporary  or  infrequent  basis,  such  as  near  a 
construction  site  or  scene  of  an  accident. 


KELI?;.:  -  A  small  area,  usually  a  hard  surface  pad,  used  for  helicopter 
takeoffs,  landing  or  parking.  The  area  may  be  marxed  or  lighted;  used 
primarily  for  landings  and  takeoffs;  or  used  primarily  for  parking  cf 
one  or  more  helicopters. 

HELIPGPT  -  An  area  of  land,  water  or  structure  used  or  intended  to  be 
useo  for  the  landing  and  takeoff  of  helicopters.  (FAR  Part  1).  Heliports 
may  be  for  public,  federal,  military,  private,  or  personal  use.  Some  heli¬ 
ports  have  improvements  such  as  navigational  aids,  lighting,  services, 
arc  passenger  facilities.  Heliports  may  have  multiple  landing/takeoff 
areas,  helipads,  and  may  be  located  within  airport  boundaries.  Certain 
military  heliports  have  multiple  parallel  strips  or  lanes  used  exclu¬ 
sively  for  pilot  training. 

III.  ADMINISTRATIVE  C FORMATION : 
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E  AAT-420  E  AAT-100 
B  AAT  S20  BAPD-56C 


military 


B  USAC 


EVALUATION 


□  CONCUR 


□  NONCONCUR  (CONVENTS  REQUESTED I 


•wnaturt 


jui2  3;s:d 

SUBJECT:  Takeoff  Clearance  for  Helicopters 


1.  BACKGROUND .  This  proposed  change  is  designed  to  establish  hel¬ 
icopter  departure  clearance  prodedures  iron  areas  other  than  active 
runways. 


II.  PROPOSAL. 

997.  Takeoff  Clearance  for  Helicopters. 

a.  Issue  takeoff  clearance  to  helicopters  from  areas  other  than  active 
runways  with  additional  instructions  as  necessary.  Include  wind  direc¬ 
tion  and  velocity  if  departure  is  downwind.  Whenever  possible,  Issue 
takeoff  clearance  in  lieu  of  extended  taxi/hover  taxi  operations. 

Phraseology: 

CLEARED  FOR  TAKEOFF  FRCM  (present  position,  taxiway,  helipad,  ramp, 
nixnbers .) 

CLEARED  TO  AIR  TAXI  FRCK  (present  position  or  specified  point)  TO  (an¬ 
other  position/point  within  the  airport  boundary.) 

HAKE  IMMEDIATE  RIGHT /LEFT  TURK  FOR  (direction)  DEPARTURE /DEPARTURE  ROUTE 
(number  or  code.) 

DO  HOT  OVERFLY  (taxiing  aircraft,  vehicles,  personnel,  etc.) 

REMAIN  WELL  CLEAR/REMAIN  (number)  FEET  FRCM  (active  runways,  parking/load¬ 
ing  areas  passenger  terminal,  etc.) 

CAUTIC*.'  (Power  lines,  unlighted  obstructions,  trees,  wake  turbulence,  etc.) 

a.  Note.  Avoid  downwind  departures  and  if  tailwind  exceeds  5  knots, 
obtain  pilot  concurrence. 


DEPARTMENT  op  TRANSPORTATION 
MDt  AAL  AVIATION  ADMINISTRATION 


AIR  TRAFFIC  CONTROL  DOCUMENT  CHANGE  PROPOSAL 


Federal  Aviation  Administration 
AirTraHic  Service,  ATTN.  AAT— 320 
RE  turn  TO  900  Independence  Ave.,  S.W. 

Washington.  D  C.  20591 


TO  rX"offtcm  xcainny  Rvopaea/  tor  rmrmr.) 

INDUSTRY  FAA  NEOIONS  PI 


B  alpa 
E  AOPA 
E  APA 
E  ATA 
B  ATCA 


0  NACA 
0  NATA 
E  NBAA 

(xj 

E  NTSB 


0  ATPAC  E  PATCC 

E  AH?A  E  FK?A 

E  faa  E  efhc 
^haaS  B  ksac 


FAA  NEOIONS 

PESCOM 

COPCOM 

Bp  Route  Term 

£ 

ALASKA 

B 

AAL 

□ 

AAL 

£ 

B 

CENTRAL 

B 

ACE 

□ 

ACE 

B 

B 

EASTERN 

B 

AE  A 

□ 

AE  A 

B 

□  GREAT  LAKES 

B 

AGL 

□ 

AGL 

B 

□ 

NEW  ENGLAND 

B 

ANE 

□ 

ANE 

B 

□ 

NORTHWEST 

E 

ANW 

□ 

ANW 

ED 

E 

paOif  iC 

E 

APC 

□ 

APC 

□ 

E 

ROCK  » 
mountain 

E 

ARM 

□ 

ARM 

ED 

E 

SOUTHERN 

B 

ASO 

□ 

ASO 

B 

B 

SO-ThwES’’ 

B 

ASW 

□ 

ASW 

□ 

E3 

WESTERN 

B 

AWE 

□ 

AWE 

B 

■£3 

AAC  930 

USA 

B 

^WMai  kmN' 

AAT- 320-80-  }o 

Document  a«kim 

□  7110  10  E  711065 

□  7210  3  □  7610  4 

□  AIM 


HAA  )  UJ  KSAC  EiJ  southern  B  aS0  □  aso  B  E  aat  520  B  AFO-ObO 

E  AHs  Nr.H?A  c-i  e-|  _  P-, 

ielicopter  Operations  e-l  S0-thwest  ej  asw  □  asw  bd  military 

Task  Force  (FAA)  gT]  western  ED  awe  O  awe  E  E  uSa  £  uSaf 

E  AFC-820  BASF-30^  -  m 

B  AFO-250  E  A??-LC^  aa: 930  USA  B  B  usn 

E  AWS-160  C2  AAS-100  USAF  B  CANATA 

EJAVS-130  C0AS3-33O  [x]  ATPI 

B  ATF-L  [x]  ANA-110  USN  ^  (Transport  Canada) 


RLEASE  INDICATE  YOU A  COMMENTS  ON  ThE  ENCLOSED  PROPOSAL  in  TMt  EVALUATION  SECTION  BElO*  AND  RETURN  TO 
THE  ABOVE  ADDRESS  IT  ADDITIONAL  SR  A  CE  IS  REQUIRED.  CONTINUE  ON  REVERSE 


BAA  HEADQUARTERS 

0  AAT -20  B  AAT  530 
S  AAT  200  E  AAT  ■  n 
E  AAT  320  B  AJiT-30l 
0  AATJ30  B  AF0-1 
0  AAT-340  B  AGC  23 

0  AAT-360  Baft-ico 

B  AAT  3?0  E  AAT  305  into 
E  AATA20  B  AAT-100 
B  AAT  520  B  AFO-560 

MILITARY 

E  USA  £  U'SAF 

E  USN 

CANADA 
B  ATPI 

(Transport  Canada) 


EVALUATION 


□  CONCUR 


□  NONCONCUR  (COMMENTS  REQUESTED! 


BAA  P**w«  7000  2  (3  Til  SUPERSEDES  PREVIOUS  IOITION 


JUL  2  3  1980 


rCUICT :  Land la*  Clurnei  for  Helicopters 


Z.  1ACKGRCUND.  This  propossl  Is  Intended  to  ostsbllsh  helicopter  land* 
las  clearances  to  srtss  othsr  than  sctlvs  runways. 

XI.  PROPOSAL. 

1020. a.  ftamabar  the  a*  Is  tin*  1020  as  1020. a. 

b.  Whan  a  laadln*  araa  othsr  than  a  rianray  la  available  for  helicopters, 
lasua  laadln*  elaarnacc  preceded  with  additional  lastructloas  aa  aaeaaaary. 
Includt  wind  dlractlon  and  waloclty  If  laadln*  la  dcwtxwlnd.  Issue  land¬ 
ing  claaranca  to  the  helicopter's  final  dastlaatlon  or  to  a  point  aa  near 
as  possible  so  as  to  avoid  extended  taxllng/hover  taxiing. 

Phraseology: 

MAKE  APPROACH  STRAIGHT -IH/CIRCL  INC  LETT /RIGHT  TURN  TO  (location,  taxiway. 
helipad,  ramp  or  other.) 

REMAIN  WELL  CLEAR/REMAIN  (a  unbar)  FEET  PR  CM  (runway,  taxiway,  other  hel¬ 
icopter/airplane,  as  necessary.) 

CAUTION  (power  lines,  unllghted  obstructions,  wake  turbulence,  rotorvash) 
CLEARED  TO  LAND  (location,  if  not  previously  given.) 

1020. b.  Note. --Avoid  downwind  landings  and  if  tailwind  exceeds  5  knots, 
obtain  pilot  concurrence. 


A12  4 


7110.23.  Revise  the  note  to  reed: 


1023.  Note.--".  .  .  prior  to  lending.  It  ie  eccepteble  to  ieeue  exiting 

instructions  to  airborne  helicopters  except  when  the  helicopter  is  In¬ 
volved  in  critical  manuevers  auch  as  an  autorotation  or  simulated  emer¬ 
gencies. 

1020. c.  Vhen  a  helicopter  requests  landing  at  an  area  not  visible  to 
the  tower,  an  area  not  specifically  designated  for  but  not  prohibited 
from  helicopter  use,  or  to  unlighted  areas  at  night,  issue  the  fol¬ 
lowing: 


Phraseology: 


LANDING  AT  (requested  location)  VILL  BE  AT  YOUR  OWN  RISK  (and  if  nec¬ 
essary,  additional  instructions  as  in  b  above.) 


Ve  would  appreciate  your  candid  comments  on  this  proposal.  If  you  have 
any  questions  or  wish  to  discuss  this  matter,  please  contact  Glenn  A. 
Leister,  AAT-320.10,  telephone  202/426-8511. 


L.'  SPECK 

Chief,  Terminal  Operations  and  Procedures  Branch 
ATC  Operations  and  Procedures  Division 
Air  Traffic  Service 


I 


OEpA"TMENT  OP  TRANSPORTATION 
PfOIRAL  AVIATION  ADMINISTRATION 

AIR  TRAFFIC  CONTROL  DOCUMENT  CHANCE  PROPOSAL 


Federal  Aviation  Administration 
Air  Traffic  Service  ATTN.  AAT-J20 
Rf  tuan  TO  100  Independence  Ave.,  S.W. 

Washington,  D.C  20591 


TO  ("X"  oil**  rvrf'rrtif  prooom  for  rtvww  / 


INDUSTRY 


FAA  RiOIONS 


B  ALpA  E  NACA  B  ALASKA 

E  AOPA  E  NATA  0  central 

E  APA  E  NBaa  0  EASTERN 

E  ATA  E  TJAZZ  g]  great  LAKES 

E  ATCA  E  NTSE  0  NEW  ENGLAND 

23  ATP  AC  E  pATCO  0  NORTHWEST 

E  11  ft- a  E  rH?A  0  pacific 

B  EAA  E  EF.KC  0  ROCKY 

B  HSAC  B  southern 

B  Ahr  NEHPA  ^ 

Helicopter  Operations  southwest 

Task  force  (FAA)  £]  western 
EjAjo-en  0ASF-3OO-, 

g  AFC-250  C3  AFF-LO#-1  AAC'930 
A VS- 160  E  AAS-100 
0AWS-13O  C3  ART- 330 
E ATF-L  E  ANA- 110 


PKCOM 

S3  AAL 

0  ACE 
0  AEA 

ID  AGL 
E  ane 

E  ANW 

E  APC 

E  ARM 
E  ASO 
B  ASW 
B  AWE 


corcom 

la  Rant*  TanwAial 
D  AAL  E 


Q  AAL 
G  ACE 

D  AEA 

G  AGL 
G  ANE 
G  ANY 
O  APC 


ACE  E 

AEA  0 

AGL  CD 
ANE  ED 

ANW  E 

APC  0 
ARM  ED 
ASO  E 
ASW  0 
AWE  B 
USA  E 
USAP  B 


AAT-320-80-  2~Y 

Om«a at  AHarnd 

□  7110  10  ©7110  65 

□  7210  3  0  7610  4 

□  AIM 


\mm, 


At EASE  INDICATE  you*  COMMENTS  OH  THE  ENCLOSED  PROPOSAL  IN  THE  EVALUATION 
THE  AtOvE  ADDAESS  IE  ADDITIONAL  S*ACE  IS  AEOUIAED.  CONTINUE  ON  *EvE*SE 


FAA  HEADQUARTERS 

0  AAT  20  B  AAT  530 

E  AAT200  B  AAT-lii 
E  AAT  320  B  AAT-301* 
E  AAT  330  B  AFO-1 
E  AAT 040  B  AGC  23 

0  aat  aeo  Bart-ioo 

E  AAT  370  B  AAT  305  inlc 

E  aat 420  B  AAT-10C 

B  AAT -520  BAF°-560 

MILITARY 

B  USA  B  USAP 

Eusn 

CANADA 
[x]  ATPI 

(Transport  Canada) 


SECTION  BELOW  AND  AETuAN  TO 


•VALUATION 


□  CONCUR 


□  NONCONCUR  (COMMENTS  A E QUESTED! 


t<en«W’« 


T  ill* 


D»i» 


7110.658*1027 


SUBJECT:  Closed  Helicopter  Traffic 

I.  BACKCROITCD.  This  change  ia  intended  to  eatabllth  procedures  for 
helicopter  operation*  in  operating  areas  and  to  clatlfy  why  right  hand 
traffic  patterns  are  preferable  for  aost  helicopters. 

II.  PROPOSAL .  Add  the  following  new  paragraph. 

1027.  Closed  Helicopter  Traffic 

a.  Approve  closed  helicopter  traffic  to  areas  other  than  active  runways 

(1)  Upon  pilot  request, 

(2)  When  traffic  conditions  require,  or 

(3)  When  helicopters  and  other  helicopters/airplanes  have  signifi* 
cant  speed  differentials  and  it  is  expeditious  to  operate  opposite/mul- 
tlple  traffic  patterns. 

b.  Issue  sufficient  instructions  to  keep  helicopters  within  specified 
boundaries  when  necessary  or  to  Insure  separation  from  other  operations, 
e.g.  simultaneous  fixed  vlng/helicopter  takeoffs/landings  from  nearby 
runways. 

1027  Note. --Most  helicopter  cockpits  are  configured  for  the  pilot  to 
fly  frac  the  right  seat  making  right  hand  pattems/turns  most  favorable 
to  in-flight  pilot  visibility. 


D _ 1 


10??.  llluftPBtlert 


/ 

£ 

\ 

/ 


Phraseology: 

RIGHT /LEFT  CLOSED  TRAFFIC  APPROVED  (specify  location,  appropriate  portions 
of  the  taxiway,  inactive  runway,  direction  of  arrival/departure  if  nec¬ 
essary.) 

RD1AIN  WITHIN  OPERATING  AREA  (Name  or  number,  and  specific  boundaries, 
or  altitudes  if  required,  s.g.  below  25/500  feet,  etc.) 

REPORT  (position,  if  required) 

MAINTAIN  VISUAL  SEPARATION  FRCM  (other  helicopters,  airplanes) 

We  would  appreciate  your  candid  consents  on  this  proposal.  If  you  have 
any  questions  or  wish  to  discuss  this  matter,  please  contact  Glenn  A. 
Leister,  AAT-320.10,  telephone  202/426-6511. 


ATC  Operations  and  Procedures  Division 
Air  Traffic  Service 


AU8 


return  ro 


TO  f"X"oH<c» >< 


DEPARTMENT  of  TRANSPORTATION  ' 
federal  aviation  administration 

AIR  TRAFFIC  CONTROL  DOCUMENT  CHANGE  PROPOSAL 


Federe!  Aviation  Administration 
Air  Traffic  Service,  ATTN  AAT-320 
800  Independence  Are..  S  W. 
Wathmgton.  D  C  20591 


propat*  f»r  roritm.) 


INDUSTRY 


E  alpa 

E  A  OP  A 
E  APA 

0  ATA 

E  ATC  A 


0  NACA 
E  NATA 
E  NBA  A 

0  ::aats 

E  NTSB 


E  atpac  E  paTCC 
E  AEFA  E  PHPA 
E  EAA  E  EF.KC 


PAA  REGIONS 
0  ALASKA 

B  central 
0  eastern 

0  GREAT  LAKES 
£]  nEa  ENGLAND 
B  nORTha£$T 

B  PAClPlC 

0  ROCKV 


ROC  K  v 
MOUNTAIN 

southern 


E  A"£  NEHPA  — . 

Helicopter  Operations  southwest 


TasV.  Force  (FAA)  £)  western 
0ATC-S2O  ED  ASF-30CU-. 

0  AFC-250  E  APF-LO'^-1  AAC  93° 
0  AVS-160  0  AAS-10C 
0  A **S— 1 3 0  1  xl  AHC—  330 


AAC  930 


FSSCOM 

0  AAL 
0  ACE 
0  AE  A 
0  AGL 
0  ANE 
0  ANVl 
0  APC 
B  ARM 
0  ASO 
S  aSik 
B  AWE 


COPCOM 

in  Route  Terminal 

□  AAL  B 

D  ACE  0 
G  AE  A  B 

D  agl  ED 
O  ANE  B 
O  ANW  B 

□  apc  ED 


□  apc  ED 

G  arm  0 
Q  aso  0 
Q  asa  B 

O  AWE  0 
USA  0 
USA*  0 


RlEASE  INDICATE  YOU A  COMMENTS  ON  TH{  ENCLOSED  RROROSAL  IN  ThI  [VALUATION 
Th£  ABOVE  ADO*[SS  If  ADDITIONAL  SRACE  IS  REQUIRED.  CONTINUE  on  reverse 


PAA  HEADQUARTERS 

0  aaT-20  B  AAT  530 
E  AAT-200  E  AAT- 111 
0  AAT-320  B  A^T-30^ 
0  AAT-330  B 
0  AAT -340  E  AGC  23 
0  AAT  360  EA?r-100 

0  AAT  370  0  AAT  305  Inlc 

G  aaT.420  0  AA7-100 
E  AAT -520  0  AFC-560 

MILITARY 

B  USA  0  USAP 

ED  usn 

CA!iA_A 
0  ATFI 

(Transport  Canada) 


SECTION  BElOVY  AND  RETURN  TO 


EVALUATION 


Q  CONCUR 


O  NONCONCUR  (CONSENTS  REQUESTED) 


Tit»« 


Data 


J'JL  2  o  i£50 


7110.65B-1103c,  UMd,  110S,  lUOa 


SUBJECT:  Helicopter  Separation  Ciiteria/Aircraft  Categories 


I.  BAC3CF in  via*  of  the  inherent  flexibility  of  the  helicopter, 
we  believe  that  more  definitive  criteria  is  required  to  facilitate  heli¬ 
copter  operations  at  controlled  airports.  The  broad  criteria  presently 
in  use  is  overly  restrictive  In  certain  procedures  end  not  sufficiently 
defined  in  others.  Our  desire  is  to  develop  reasonable  separation  cri¬ 
teria  that  are  safe,  efficient  and  understandable  to  pilots  and  controllers . 
we  must  also  consider  the  heliaopter-fixed  wing  relationships  and  the 
potential  hazards  associated  with  helicopter  capabilities . 

Helicopters,  by  definition,  are  "aircraft"  and  are  considered  In  Hand¬ 
book  7110. 65B  to  be  in  the  "All  others"  Category  III.  This  is  unduly 
restrictive  to  light  helicopters  and  the  oonoept  does  not  track  with  the 
200  feet  separation  between  helicopters  (7110.65B-1130  thru  1132)  nor  with 
Advisory  Circular  150/5390- IB  (Figure  4-1) .  The  200  feet  separation  nay 
be  acceptable  between  light  helioopters,  possibly  between  other  helicopters 
under  certain  conditions,  but  not  between  light/srall  helicopters  and 
large  helicopters  under  all  conditions. 

We  recognize  that  oertain  specialized  civilAnilitary  operations  nay  require 
further  separation  reduction  beyond  that  in  this  proposal;  however,  opera¬ 
tions  in  very  close  proximity  are  the  responsibility  of  the  eperators/pilots 
concerned  and  should  net  require  action  by  control  facilities  other  than 
normal  services  such  as  clearances,  traffic  advisories,  etc.  Pilots  engaged 
in  such  operations  mist  be  fully  qualified  to  determine  how  close  to  safely 
operate  ir,  respect  to  other  arpany /Military  helioopters. 

Aircraft  Category  definitions  in  the  Note  to  paragraph  1110a  have  beer, 
modified  to  include  helioopters.  Although  we  would  like  to  sirplify  these 
definitions  to  better  aoocrrpdate  the  TERP's  categories,  aircraft  groups, 
etc.,  as  used  elsewhere  in  the  handbook,  this  effort  will  be  limited  to 
the  inclusion  of  helioopters  for  ATT  rvrrway /heliport  separation  purposes. 

Ir,  yj~nary ,  this  proposal  attenpts  to  clarify  existing  criteria  and  establish 
helicopter  separation  standards  for  tlmelv  use  by  Air  Traffic  controllers. 

If  you  have  strong  feelings  that  the  proposed  criteria  is  too  restrictive 
or  not  restrictive  enough,  please  furnish reoerr ended  criteria  with  supportm: 
justification  or  doorrentaticr..  Bear  in  mind  that  controllers  must  control 
helicopters  and  fixed  wing  in  a  mixed  environment,  therefore  standard  cri¬ 
teria  mist  provide  an  actuate  degree  of  safety  to  all  aircraft  without  being 
cur-berscre  or  too  complex  to  apply.  Cnee  definitive  criteria  is  established 
we  plan  to  make  additional  changes  to  Section  11,  Departure  Separation,  and 
Section  12,  Arrival  Separation,  to  properly  Bcaarrcdate  helicopter  capabili¬ 
ties  when  landing  or  taking  off  fra r,  the  same  nrrways  with  fixed  wing  air¬ 
craft.  Vte  also  plan  to  revise  Section  13,  Helicopter  Separation,  and  explci: 
the  new  procedures  in  the  Airman's  Information  Manual. 


A  I  30 


1103. c.  The  distance  between  the  nsvays,  lading  strips,  heliports, 
helipads,  or  helicopter  operating  areas  is  in  accordance  with  the  minum 
In  the  Ifcble.  Use  the  greater  irdninur,  if  two  categories  are  involved;  or, 
the  minima  in  1105  if  helicopters  only  are  Involved. 

1103. c.  Table. — Sane  Direction  Distance  Minima. 


Aircraft  Category' 
(As  defined  in 
1110. a.  Note) 

Minimur,  distance  Between  Parallel  Operations 

Jhrway,  heliport, 
helipad  centerlines 

Edges  of  adjacent  strips, 
heliports,  helipads  or  helicopter 
operating  areas  and  a  runway 

Category  I 

300  feet 
(90  meters) 

200  feet 
(60  meters) 

Category  II 

500  feet 
(150  meters) 

400  feet 
(120  meters) 

Category  III 

700  feet 
(210  meters) 

600  feet 
(180  meters) 

Note.—  strong  crosswinds  nay  make  it  advisable  to  increase  separation 
distances  if  helicopter  rotorwash  appears  to  be  encroachir^  upon  adjacent 
runways,  strips,  heliports  or  helipads. 

1104. d.  For  a  helicopter  and  an  airplane,  the  distance  between  the  runway 
centerlines  or  edges  of  adjacent  strips  and  helicopter  landing  areas,  heli¬ 
pads  or  heliports  is  in  accordance  with  the  minine  in  tie  Table. 

1104. d.  Table. — Opposite  Direction  Heliocpter-Airplane  Minima. 


Time 

Minimum  distanae  between  a  heliacpter  and  an  airplane 

of 

Runway /intersecting  runway 

Edges  of  adjacent  strips  or 

Operation 

oenterlines  and  helicopter 

runway/intersecting  runway 

landing  areas,  heliports,  or 

and  edges  of  helicopter 

helipads  with  a  specifically 

landing  areas,  heliports. 

marked/lighted  touchdown  point 

or  helipads  which  are 
or  unlighted 

Between  sunrise 

700  feet 

600  feet 

and  subset 

(210  meters) 

(180  meters) 

Betvwen  sunset 
and  sunrise 

700  feet 
(210  meters) 

Not  authorized 

1105.  Simultaneous  Helicopter  Operations. 


1105. a.  Authorize  simultaneous  heliacpter  landings  takeoffs  or  ground 
novarents  in  accordance  with  the  minima  in  the  Table.  Use  the  greater 
minima  if  two  categories  are  iiroivad. 

1105.  a.  Table. — Simultaneous  Helicopter  Operations  Pi  stance  Minina. 


Aircraft  Category 
(As  defined  in 
mo. a.  Note) 

Between  a  helicopter  et 
operating  rotor  RFW  and 
a  helicopter  starting 
or  shutting  down 

Between  two  helicopters  at 
operating  rotor  RIM 

Category  I 

200  feet 
(60  raters) 

100  feet 
(30  raters) 

Category  II 

400  feet 

(120  raters) 

200  feet 
(60  raters) 

Category  III 

600  feet 
(180  meters) 

300  feet 
(90  raters) 

Note. — Strong  winds  may  meke  it  advisable  to  increase  separation 
distances  if  heliaqpter  rotorvash  appears  to  be  encroaching  upon 
adjacent  heliacpters. 

1105. b.  Reduction  of  the  criteria  in  1105. a.  may  be  neaessary  for  cer¬ 
tain  military  or  civilian  operations  and  should  be  covered  by  approved 
operating  procedures  end/or  letters  of  agreement  with  appropriate 
authorities  as  signatories.  Unless  such  procedures/agreements  exist, 
the  instructions  in  paragraphs  997  and  1020  apply. 

1110. a.  Note. — Aircraft  Categories  are  as  follows: 

Category  I — Light-weight,  eingle-engine ,  personal -type  propeller  driven 
aircraft.  Includes  helicopters  operating  at  weights  of  less  than  6500  lbs. 
tut  no-  higher  performance,  single-engine  aircraft  such  as  the  T-26. 

Category  II — Light-weight,  twin-engine,  propeller  driven  aircraft  weighing 
12,500  lbs  or  less  such  as  the  Aero  CCrrmnder,  Beech  King  Air,  DeHavilland 
Dove,  TVin  Cessna .  Includes  helicopters  operating  at  veayhts  of  12,500  lbs 
or  less  but  not  Cat  I  helicopters. 

Category  III — All  other  aircraft  such  as  the  higher  performance  single- 
engine,  large  twin-engine,  four-engine,  and  turbojet  aircraft.  Includes 
helioc^tfr^  rgf-jytinn  of  more  than  12,500  lbs. 

L.  EW<E^SPECy 

Chief,  Terminal  operations  and  Procedures  Branch 
ATC  Operations  and  Procedures  Division 
Air  Traffic  Service 
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7110. 65B -475, 1140, 1141 


SUBJECT:  Special  VFR  Helicopter  Separation 

I.  BACKGROUND .  There  have  been  differing  interpretetione  of  paragraphs 
475,  1140,  end  1141.  This  proposal  la  intended  to  simplify  application 
of  Special  VFR  Helicopter  Separation,  clarify  intent  and  enhance  the 
flexibility  of  SVFR  procedures  for  helicopters  to  take  advantage  of  their 
Inherent  capabilities.  Sene  of  the  separation  criteria  has  been  in* 
creased  and  Base  decreased  to  standardise  figures  with  T&SA  criteria.  It 
is  believed  the  proposed  criteria  should  encourage  the  use  of  SVFR  pro¬ 
cedures  and  thereby  benefit  helicopter  operations  rather  than  penalise 
them.  If  users  or  facilities  are  aware  of  any  negative  impact  due  to  the 
Increased/decreased  separation,  we  would  appreciate  detailed  cements 

and  reccBssendatlons . 

II.  PROPOSAL .  Renumber  paragraphs  476  through  478,  respectively,  as 
475  through  477.  Paragraphs  475,  1140  and  1141  are  revised  to  become 
478  and  479. 

478.  SPECIAL  VFR  HELICOPTER  OPERATIONS.  Control  a  Special  VFR  heli¬ 
copter  by  the  preceding  Special  VFR  procedures  unless  other  procedures 
have  been  approved.  Apply  Special  VFR  Helicopter  Separation  under  para¬ 
graph  479  when  at  least  one  of  the  following  conditions  is  met: 

(a)  Special  VFR  helicopter  procedures  are  contained  in  a  Letter  of 
agreement,  the  helicopter  operator  is  a  Signatory  to  the  agreement,  and 
the  LOA  specifies  those  required  visual  references,  checkpoints,  report¬ 
ing  points,  routes,  holding  fixes  or  helicopter  traffic  patterns  nec¬ 
essary  to  assure  separation. 

(b)  Special  VFR  helicopter  procedures,  containing  the  necessary 
visual  references  in  paragraph  (a)  above,  h^ve  been  approved  and  are  in 
the  possession  of  the  pilots  concerned. 

(c)  The  local  topographical  features,  visual  references,  naviga¬ 
tional  references,  or  landmarks  are  such  that  a  minimum  of  controller- 
pilot  communication  will  Insure  separation. 

(d)  Radar  coverage  is  adequate  to  maintain  at  least  1%  nm  sepa¬ 
ration  or  insure  pilot  compliance  with  approved  SVFR  helicopter  routes. 

479.  Special  VFR  Helicopter  Separation. 

When  approved  procedures  are  established  and  at  least  one  of  the  con¬ 
ditions  in  478  can  be  met,  apply  the  foilwing  minima: 

479.  Reference.  AIM. 

(a)  Between  Special  VFR  helicopters  -  1  mile,  or: 

(1)  If  more  than  one  helicopter  is  proceeding  in  the  same  direc¬ 
tion  along  a  route,  visual  separation  may  be  used  if  accepted  by  the 
succeeding  helicopter (s) ,  traffic  information  is  exchanged,  and  each 
succeeding  helicopter (•)  has  the  preceding  helicopter (s)  in  sight,  or 

(2)  For  tv o  or  more  simultaneous  helicopter  departures,  if  the 
course  of  each  diverges  by  at  least  15°  from  each  of  the  others-  instruct 


2. 


the  helicopter*  co  aaintaln  viaual  separation,  the  desired  course,  or 
the  desired  route. 

(b)  Betveen  an  arrivlng/departlng  Special  VTR  helicopter  cad  an  arriving 
XFR  aircraft  executing  a  straight-in  approach  or  a  departing  XFR  aireraft: 

(1)  If  the  IFR  aireraft  is  sore  than  1  ails  f ran  the  landing  thresh¬ 
old  or  runway  end  -l^  mile  or  500  feet  vertical  separation,  or 

(2)  If  the  XFR  aircraft  is  less  than  1  mile  from  the  landing  thresh¬ 
old  or  runway  end  •  4  mile  or  500  feet  vertical  aeparation,  or 

(3)  For  radar  separation  within  15  Biles. of  the  antenna  -  1^  miles  or 
500  feet  vertical  separation.  You  say  vector  5 VTR  helicopters  at  an 
assigned  altitude  as  low  as  500  feet  belw  the  KVA  or  lower  only  if  pilot 
concurrence  is  received. 

(b) (3)  Note. --Altitude  assignment  or  vectors  below  KVA  must  be  exercised 
in  a  manner  that  permits  pilot  coapllance  with  appropriate  FAR's. 

(c)  Betveen  an  arriving  XFR  aircraft  executing  a  circling  approach  or 
missed  approach  -  1^  miles  or  200  feet  vertical  separation  for  Approach 
Categories  A,  B  and  C:  3  Biles  or  500  feet  vertical  separation  for  Ap¬ 
proach  Categories  D  and  E.  You  Bay  use  radar  to  reduce  the  3  miles  as 
in  (b)(3)  above. 


A 1  3  5 


We  vaild  appreciate  your  candid  comb eats  on  the  proposal.  Zf  you  have 
any  questions  or  vish  to  discuss  this  Batter,  please  contact  Glens  A. 
Leister,  AAT-320.10,  telephone  202/426-8511. 


Chief,  Terminal  Operations  and  Procedures  Branch 
ATC  Operations  and  Procedures  Division 
Air  Traffic  Service 
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7110.65-1283/1284 


JU L 2  3  ifcdO 

SUBJECT:  Stage  III  Service,  Helicopter  Separation 


I.  BACKGROUND .  The  intent  of  the  existing  paragraph  can  be  misinter¬ 
preted  that  there  is  no  requirement  to  provide  appropriate  Stage  III 
Service  to  helicopters.  This  proposal  improves  language  and  provides 
additional  flexibility  for  helicopter 

II.  PROPOSAL . 

1283.  Helicopter  Separation 


a.  Separate  VFR  helicopters  from  other  VFR  helicopters  according  to  1262 
unless  traffic  Information  has  been  exchanged  and  ooe  or  more  of  the 
helicopters,  as  appropriate,  has  visual  contact  with  the  other(s). 

b.  Helicopters  may  be  assigned  an  altitude  as  low  as  50.0  feet  below  the 
MVA,  or  lower  only  with  pilot  concurrence,  consistent  vith  FAR  91.79d. 

1284. ---IFR  altitude  criteria,  except  as  in  1283  b. 


Ve  would  appreciate  your  candid  comments  on  this  proposal.  If  you  have 
any  questions  or  wish  to  discuss  this  matter,  please  contact  Glenn  A. 
Leister,  AAT-320.10,  telephone  202/426-8511. 


i.  LANE  SPECK  // 

Chief,  Terminal  Operations  and  Procedures  Branch 
ATC  Operations  and  Procedures  Division 


Air  Traffic  Service 


